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CARRIERS’ PUBLIC RELATIONS 


It is, perhaps, too early to speak definitely as to the 
public reaction to the proposal of the carriers to reduce 
rates ten per cent on agricultural products (the ten per 
cent to absorb all smaller or equal reductions already 
made on such commodities since Ex Parte 74 rates went 
into effect) as a concession to the demand for reduced 
transportation charges, if, by “public,” we mean the en- 
tire public. If we mean merely shippers, we believe it 
can safely be said that shippers of the commodities on 
which rates are to be reduced will be pleased, generally 
speaking, but that shippers of other commodities will 
ieel that they have not been fairly dealt with. The atti- 
tude of the public at large will depend much on the 
skill with which carriers present their and the 
thoughtfulness with which newspaper editors and other 
moulders of opinion analyze the matter. We do not 
believe, however, that the program of the carriers will 
have the effect they hope for it. !f this proves to be 
true we have another example of lack of understanding 
on the part of the carriers of the public state of mind 
and of proper appreciation of the kind of thing that 
appeals to the public as fair and reasonable. 


case 


It is not our purpose now to discuss the entire sub- 
ject, but it does seem to us that the railroads would be 
greatly if they would make some changes in 
their method of handling or not handling what we call 
heir public relations. 
icity 
nonly 


assisted 


They have their individual pub- 
departments now, what 
called press 
but whose 
advertising, 


in charge of are com- 





their work well 


merely to 


agents, who do 
enough function is obtain free 


They have also more or less adequate 
for disseminating propaganda at times 
when questions like the present ones concerning the 
telationship between reduced rates and reduced wages 
are under consideration, or when it is desired to show 


that high freight rates are not stifling business. 


arrangements 


This is 
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all well enough, as far as it goes. Some of it, at least, 
might be continued, though some of it also might be 
discontinued as waste and duplication. But that is not 
the point we have in mind. The railroads need men, not 
merely to take orders from them and prepare this or 
that kind of matter for purposes of publication or other 
dissemination, but to advise them as to what the public 
view is likely to be in certain circumstances, or to find 
what it is, and to give them advice that will be listened 
to as to how to meet or mould that public opinion. 


Such men would not have to be acquainted, neces- 
sarily, with railroad operation or any other technical 
part of railroading, but they would have to understand 
the larger transportation problems that are talked about 
and considered by citizens and by groups that compose 
business organizations, and how to deal with the press 
and public. Railroad ‘executives may think they are 
competent to make their own policies without such ad- 
vice or such assistance in execution but it is a notorious 
fact that they are not. There are, of course, exceptions, 
but the average railroad president is about as incapable 
of sounding public opinion as is any man in his employ 
and quite as incapable of making effective plans for 
moulding it or conciliating it. 

The simplest and most noticeable phase of this ina- 
bility to deal with the public is illustrated by the diff- 
culty experienced by newspapers in attempting to learn 
the facts with regard to a railroad accident, for instance. 
Every obstacle is put in the reporter’s way 
him in finding the cause of the accident, the number of 
killed, their names, and the other details that he 
and to which the public is entitled. This condi- 
not quite as bad as it once was, but many rail- 
road heads have not yet learned that they nothing 
to gain and much to lose by these secretive methods 
that make their roads and themselves unpopular with 
the press. the 
made known in some fashion and the 


hinder 


people 
wishes 
tion is 


have 


They gain nothing, for facts are finally 
result, 
It 
is no justification to say that the newspapers ought not 
to print distorted facts and that they ought 
until things are given out correctly. What they ought 
to do and what they do are frequently two different 
things. They must be dealt with as they 


as one thinks they ought to be. 


immediate 
often enough, is exaggeration and misrepresentation. 


to wait 


are and not 

We have just had an experience that illustrates the 
lack of proper attitude of toward 
We 


to an official who usually speaks for the 


executives 
public discussion of matters that concern them. 
wrote a letter 
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THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 
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From NEW-.ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 
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From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 


For information as to rates, routes, service, etc., ask any Agent Southern Pacific Lines, or any railway agent, or address 
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carriers in certain matters, asking him several questions 
the answers to which we desired for purposes of publi- 
cation. Our letter and the attitude of this publication 
were friendly and sympathetic. The letter reached the 
office of this executive nearly a month ago and yet we 
have received neither the answers to our questions nor 
even an acknowledgment of our letter. There may well 
have been reasons why this gentleman could not or did 
not wish to discuss these matters for publication. He 
was entitled to his own reasons, good or bad. But the 
least he could have done would have been to write a 
courteous letter explaining that he could not answer at 
that time. He did not, by his discourtesy and lack of 
appreciation of the proper thing to do, make an enemy 
of this publication. But his conduct might have had 
such an effect for all he knew, and in many cases it 
would have had. We do not mention this incident with 
any idea of “getting back” at the gentleman to whom 
we wrote but merely to illustrate the absence of the 
proper attitude and the need of a change. 

The treatment of transportation questions under 
debate by the press and bodies of business men should 
be more intensive. Here is an illustration. Not long 
ago, at the time when the newspapers were full of the 
doctrine that the high freight rates were the principal 
cause of the depression in business, we had some dis- 
cussion with a newspaper publisher. He wanted to 
know when freight rates were coming down. We said 
they were not coming down until wages could be re- 
duced. He replied that that was nonsense, and gave 
his views on the way the railroads were “holding up” 
the country. But we discussed the matter with him at 
length. There were some figures he wanted and we sent 
them to him. We got a letter from him almost by return 
mail in which he said he was convinced and that here- 
after his paper would endeavor to present things in a 
different light. These people are for the most part will- 
ing and anxious to present the case properly. But they 
don't know. They need information and education. To 
give it to them takes time and effort of the intensive, 
intelligent sort. 

At a large meeting of shippers some time ago, a 
representative of the railroads was invited to explain the 
railroads’ side of a certain question that was then under 
discussion. It was an opportunity. The railroads should 
have sent a man who would impress those hearers not 
only with his knowledge, but with his spirit of fairness 
and his good fellowship. They sent, instead, a man who 
offended his audience. 
Staved at home. 


He might much better have 


These are small things, but they are indicative of 
the attitude which the railroads unconsciously. adopt. 
We do not suggest that they fawn on their patrons or 
the newspapers—quite the contrary. They should, 
Whenever there is some problem of general importance 
under discussion, adopt, as nearly unanimously as pos- 
sible, a strong and aggressive policy. They should an- 
hounce it firmly and manfully and should follow it up 
with convincing argument as skilfully applied as _pos- 
sible. They should take advice as to what that policy 
should be in all matters where the public interest is 
involved and as to their methods of convincing and con- 
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verting. There is nothing to be gained by “pussy-foot- 
ing” and secretiveness. The railroad business is the 
public business. The public likes manliness, firmness, 
frankness, and logic. It will listen to reason. 

It would seem to us that the first great step to be 
taken in accomplishing the ultimate result of public 
understanding of and codperation in the solution of the 
railroad problem, is to adopt some well considered plan 
for achieving just that specific result. When the rail- 
roads have accomplished that, they have solved the 
railroad problem for all time; for all that anybody wants 
is what is right and what is right is what we shall get 
when everybody understands the question. 


A HARMLESS CONGRESSIONAL ERROR 

Congress has so delayed action on the so-called rail- 
road funding bill that now that proposed legislation 
would appear to be unnecessary, money rates having 
been so much reduced that the carriers will probably 
be able to borrow in the open market what money they 
need. But we hope no one will give Congress credit 
for foresight. It has simply blundered into doing some- 
thing that will not have an ill effect—at least not so 
bad an effect as if money rates had continued high. It 
would have helped if this legislation could have been 
obtained promptly when it was proposed, but, now that 
the delay has been suffered, the whole proposal might 
as well be side-tracked permanently. The lack of press- 
ing necessity for this financial legislation makes one less 
reason for conciliating the agricultural bloc in the Senate 
—and one less possible vehicle for unwise railroad legis- 
lation with which members of this bloc were proposing 
to load the bill or to insist on as their price for not 
blocking its passage. 





LEGALITY OF RAIL STRIKES 

There is irony in the spectacle of an agent of the 
government transforming, by legal legerdemain, the 
transportation act into an instrument to prevent strikes. 
The very sections of that law, which according to 
Director-General Davis, would make any future rail 
strike a strike against the government of the United 
States, are the labor provisions that were fostered by 
the labor organizations at the time the act was passed— 
the sections from which the teeth were carefully drawn 
so that the net result would be, as the labor leaders saw 
it, provisions for settlements of disputes which should 
remain settlements only so long as the railroad workers 
chose to remain at work. 

As recently as the middle of last month, when the 
brotherhood heads were being quizzed by the Labor 
Board as to the motives that had actuated their strike 
threat, L. E. Sheppard, head of the conductors, gave as 
the main argument for the righteousness of their cause, 
the fact that it had been understood that the transpor 
tation act did not forbid strikes. “It clearly does forbid 
them before the board rules on a dispute,” he said. “The 
logical conclusion is, therefore, that we can strike if the 
board’s decisions do not suit us.” 

Director-General Davis’ speech in Kansas City re- 
cently made the point that the labor leaders worked 
against themselves when they pushed the labor sections 
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of the transportation act. The significance is that the 
administration believes that the transportation act for- 
bids strikes and that in so doing the law is not operating 
contrary to the Clayton act. 

We say that this is the administration’s position in 
spite of the fact that Mr. Davis went to some pains to 
make it clear that he was speaking, not for the admin- 
istration, not for the President, and not for the Railroad 
Administration of which he is the head, but only as an 


individual. It would be asking too much, however, to 


expect the public to believe that Mr. Davis went from 
Washington to Kansas City to say such important 
things without having had some sort of understanding 
with those whose representative he is. 

It may also be safely assumed that this policy has 
been formulated—or the legal discovery made—since 
the recent strike settlement. Had it been in workable 
shape at that time it is hardly probable that such con- 
ciliatory methods would have been used with the broth- 
erhood chiefs. 

The definite promulgation of such a policy on the 
part of the Department of Justice would do much more 
to help the railroads than does the casual announcement 
of it as the view of an individual connected with the 
administration. If the government has reached the con- 
clusion that any rail strike, so long as the transporta- 
tion act remains unchanged, would be a strike against 
the government, amenable to termination by in injunc- 
tion, the administration should make some sort of formal 
announcement to that effect. The pronouncement would 
then have the stabilizing effect on the railroad business, 
and on business in general, that it does not now have. 
ja 


HIGHWAY CONSTRUCTION ~* 
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Construction of highways to the total value of $76,400,000, 
covering 6,261 miles and employing more than 150,000 workers, 
is about to be undertaken by thirty states, as the direct result 
of the recent passage of the federal highway act. This is the 
act which was recommended by the President’s Conference on 
Unemployment as an emergency measure to provide jobs for 
the nation’s unemployed. 

The figures as to the amount of work which could be under- 
taken by the states in the construction of highways were sup- 
plied by the governors in response to letters sent them by Sec- 
retary Hoover, who is chairman of the conference. The letters 
asked what amount of work they could get under way within 
a period of ninety days after the passage of the act. Otto T. 
Mallery, secretary of the public works committee of the con- 
ference, announced the sums which the states could appropri- 
ate individually for highways, together with the mileage it 
would cover, and approximately the number of workers to be 
employed for the next five months on the undertakings. 

According to the act, which created a fund of $75,000,000 
to be apportioned among states taking advantage of the ninety 
days’ period, each state will be entitled to receive, on the basis 
of the value of its work, its specified federal allotment. Part 
of this allotment is available now and part will be available 
January 1. These amounts are, of course, in addition to the allot- 
ments received by states under the provisions of former federal 
aid acts. 

Estimates show that $40,000 will be the average amount 
expended by the states. When the work is completed and ap- 
proved by the federal inspetcor, the state will receive back from 
the government about $20,000 per mile. 

How this state undertaking will affect the general condition 
of unemployment can be estimated from the replies received 
here from governors. Texas can employ 13,500 workers on a 
$8,000,000 road-building job, covering 700 miles within the ninety 
days required. Georgia can provide 9,000 men with jobs on a 
$5,000,000 undertaking, covering 360 miles of roads. Indiana 
can use 5,800 men; Michigan, 5,600; Ohio, 5,300; North Carolina, 
5,000; Minnesota, 4,350; Louisiana, North Dakota, South Da- 
kota and Mississippi, 4,000 each. 

“Directly and indirectly, probably 200,000 workers will be 
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employed in state highway construction,” said Col. James B. 
McCord, engineer of the Bureau of Public Works. “This means 
that, in addition to those directly engaged in road building, there 
will be a large number indirectly set to work providing ma- 
terial for the builders.” These, Colonel McCord said, would be 
employed in quarries, cement mills, sand banks, asphalt plants, 
gravel pits and shops manufacturing road-building materials and 
tools. 

States which have reported inability to take up road con- 
struction because of preventive weather conditions are: Con- 
necticut, Iowa, Maine, New Hampshire, New York and Wis- 
consin. Several have been unable at present to meet the federal 
appropriation with state funds. In other cases, ne reply has 
been received here from the governors. 

Col. Arthur Woods, chairman of the committee on civic 
and emergency measures of the conference, has forwarded to 
the states undertaking road construction information concern- 
ing the allotment they will ultimately receive from the federal 
government. 





LOW FARE FOR FOCH 
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The Pennsylvania, November 22, filed another special tariff 
providing fare to be paid the railroads as compensation for 
carrying Marshal Foch and the members of his party on his 
tour through the country, ending at New York December 12. 
The tour extends into Canada so that the Canadian Pacific and 
the Quebec Central joined with the carriers in the United States 
in providing transportation for the Marshal of France as nearly 
free as possible under the laws of the two countries, as a compli- 
ment to the distinguished generalissimo of the allied and asso- 
ciated armies. 

The fundamental theory of the tariff, Pennsylvania I. C. C. 
No. 6890, is that a dollar would be adequate compensation for 
each failroad to receive for the service performed by it in carry- 
ing the Marshal and members of his party over its rails. The 
highest charges will be $4 and $5. The $4 charge will apply on 
the trip, December 5, from Grand Canyon, Ariz., to Houston, 
Tex., via the Grand Canyon Ry. Co. to Williams, thence by Santa 
Fe, Panhandle & Santa Fe, and Gulf, Colo. & Santa Fe. Another 
$4 charge will be made for the trip from New Orleans to Wash- 
ington, December 8, $1 going to the Louisville & Nashville, 
another to the Western Ry. of Alabama, a third to the Atlanta 
& West Point, and the fourth to the Southern Ry. 

The highest fare, $5, will be exacted for the trip from Que- 
bee to New York, December 12. One dollar will be paid to the 
Quebec Central, another to the Boston & Maine, the third to 
the Central Vermont, another to the Boston & Maine and the 
fifth to the New Haven. The total charge for the trip will 
be $35. 


REDUCED IRON ORE RATES — 
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Iron ore rates in Southern Classification territory go back 
to the basis in effect prior to Ex Parte No. 74, under tariffs filed 
to become operative November 26, on five days’ notice. The 
southern carriers received permission to do that so as to place 
them on an equality with the carriers in the North and East. 

The Southern Railway tried to go farther than its neigh- 
bors in the South by also cutting off Ex Parte No. 74 increases 
on fluxing stone, but the Commission denied that part of its 
application. 

The southern lines did not limit the reduction to December 
31, as did their northern and eastern neighbors, so that when 
the northern and eastern carriers came to make a decision as 
to what they will do when their reduced rates expire, they will 
be confronted by the fact that the southern railroads have per- 
manently eliminated the increases of August 26, 1920. 





BARGE LINE JOINT RATES 


The Trafic World Washington Bureau 
The Secretary of War, as the operator of the Mississippi- 
Warrior service, by formal complaint No. 13290, against all rail 
lines, has asked the Commission to give him a full line of joint 
rail and water rates from and to present and prospective points 
of interchange and to prescribe divisions that will enable him 
intensively to develop rail and water service in accordance 
with the mandate in section 500 of the transportation act. The 
ports of interchange from and to which he desires the Com- 
mission to establish rates are: New Orleans, Vicksburg, Memphis, 
Cairo, St. Louis, Mobile, Demopolis, Tuscaloosa, Birmingport, and 
Cordova. The five last mentioned ports are on the Warrior 
River. 





COMPLAINANT ASKS DISMISSAL 
A satisfactory settlement having been reached in No. 13003, 
the Lowenthal Co. et al. vs. C. M. & St. P. et al., James Hart 
appeared for the complainants at the hearing, in Chicago,, No 
vember 22, and recommended that it be dismissed. 
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Current Topics 
in Washington 


An Easier Money Market.—According to report from the 
White House, President Harding is now indifferent about the 
fate of the so-called railroad funding bill, because conditions 
have become such as to make it less necessary than some months 
ago. Without that explanation his attitude might be deemed 
cause for anxiety. Instead of his indifference being cause for 
worry, recollection of one fact may show that it is just the re- 
verse. That fact is that bonds, short-term treasury certificates, 
and other evidences of debt, for weeks have been rising in 
price. That means that money is becoming easier. Why it 
is becoming easier is one of the things about which even those 
who admit themselves to be financiers may disagree. One man 
may think it is becoming easier because the field of profitable 
employment is narrowing. Another, that the wealth of the coun- 
try is increasing—that is to say, that production is outrunning 
consumption so that a surplus is being created and that that 
surplus is seeking employment in such volume as to soften 
the rates of interest. Nominal rates may still be as high as ever 
but the real rate, as shown by the price at which good paper 
has been selling, has been going down. That being so, it is not 
so absolutely necessary for the Railroad Administration to raise 
funds through the operations of the War Finance Corporation, 
as it would have done had the so-called funding bill been passed. 
The Railroad Administration, on a rising bond market, itself 
can sell the bonds the railroads gave it in payment for what 
they owed it for the extensions, improvements, and betterments 
made with the current funds of the government during. federal 
control, and not capitalized as would have been the case had 
the railroad companies had control of their properties when 
the extensions, improvements, and betterments were made. The 
so-called funding bill, supposed to be for the relief of the rail- 
roads only, as a matter of fact, was also for the relief of the 
Railroad Administration. The latter has not enough funds to 
pay what the government owes the railroad, hence the proposal 
to have the War Finance corporation take over the securities 
given the Railroad Administration as reimbursement for the 
capital expenditures made by it during government control. 

Another thought in connection with the improved money 
market, as evidenced by the rising price of bonds and other 
good securities, is that, if it continues to improve, the Director- 
General may not be able to settle the claims of the railroads 
against him for as little as $279,000,000. His estimate was that 
he could settle the claims, which will amount to nearly $1,100,- 
000,000 when all have been filed, on about the same basis as 
those settlements that have been made—namely, a shade under 
thirty-one cents on the dollar. It is suggested that, if the money 
market continues to improve, the railroads that have not yet 
settled, will not settle on that basis because, on a good market, 
they may be able to do a little borrowing on their own account 
to tide them over. In the condition in which the market has 
been until recently, the railroads could borrow practically 
nothing. They had to look to the Railroad Administration for 
funds to meet pressing obligations. When a man needs money 
desperately he will make concessions to one who owes him, 
especially if that creditor is judgment proof or is as litigious as 
the government, that are startling. To be sure, the Railroad 
Administration officials will not admit that the claims, as pre- 
sented, are just ones. Its officials believe they are padded, not 
in an absolutely crooked sense, but in a sense that the claimants 
utterly misconstrue the law or they think their property was 
worth much more than it really was. Therefore, they have been 
able to settle for a little less than thirty-one cents on the dollar. 
Now, if the money market remains good and the railroads be- 
lieve their claims could be made to stand up in the court of 
claims, it is suggested, it is only human that they should de- 
cline to settle on the low basis on which the settlements to date 
have been made. Continuance of a good money market, there 
fore, it is believed, will mean that the appropriation that Con- 
gress will have to make for paying the final bill for government 
operation will be larger than it would have been had the mar- 
ket remained downcast, with doors closed to hard-up railroads. 








Clark on the Other Side of the Table.—Edgar E. Clark, 
former chairman of the Commission, within the week made his 
first appearance as a practitioner, once before the Senate in- 
terstate commerce committee and once before his former col- 
leagues. He warned the members of the committee that he might 
use “we” in speaking of the Commission and asked them to re- 
member that he was not speaking for that body, but merely as 
Edgar E. Clark, practitioner, who, as such, approved what Edgar 
E. Clark, as commissioner, and his associates did. There was 
no such possibility of lapsing into ‘‘we” in his appearance before 
the bench on which he sat for so many years. He was discussing 
a case the like of which had never before been before the Com- 
mission—namely, the application of oil men in Pennsylvania for 
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a lower minimum on crude oil for transportation through the 
lines of the Prairie Pipe Line and its connections. There was 
no way for him to say that in such and such an analogous case 
“we” did so and so. It is to be noted as an interesting fact 
that associated with Clark on the pipe line company’s side was 
Frank Lyon, for years an employe of the Commission. On the 
other side was Alfred G. Hagerty, a former examiner on the 
Commission’s staff. Back of him sat James W. Carmalt, Hag- 
erty’s partner, a former chief examiner, who had presumably, 
helped in the case, although he did not formally take part in 
it. Sometimes commissioners mildly haze former employes, but 
Clark got off without any of that form of pleasantry. But he 
did find, as he said, that time traveled faster when a man was 
standing in front of the bench than it did when he was sitting 
on it. That is what Charles E. Hughes found when he ap- 
peared before the Supreme Court of the United States, after he 
had ceased being one of the associate justices. Mr. Hughes also 
found that it was just as hard convincing his former colleagues 
that his view of the law was the proper one, as he had found 
when he sat with them in chambers to decide cases. 

Oil Land Case Decision.—The rabid conservationists who 
want to save all the natural resources for coming generations 
and the advocates of government operation of practicaly every- 
thing, it is suspected, will hold a lodge of sorrow when the opin- 
ion of Secretary Fail, of the Interior Department, in what is 
known as the Honilulu Consolidated Company case, is pub- 
lished. In that case he disposed of oil lands in California 
estimated to be worth $75,000,000 by saying that the Honolulu 
company should have leases in Naval Oil Reserve No. 2 at 
the minimum royalty of one-eighth of the output. He made that. 
ruling because the company spent $1,000,000 and had developed 
seventeen good wells before the land was finally withdrawn 
from patent under the placer mining law. He said the com- 
pany prosecuted its work in good faith, with great diligence, and, 
but for a technicality, he would have given it patents to the 
lands, notwithstanding the strenuous opposition of Josephus 
Daniels, Secretary of the Navy under President Wilson, and 
notwithstanding the denial of patents by John Barton Payne, 
who succeeded Franklin K. Lane. The latter resigned without 
promulgating a decision in favor of the company, because, as 
his intimates knew, he was disgusted with the treatment he 
received at the hands of President Wilson during and after the 
war. After Lane had decided that the company was entitled to 
patents he was prevented from promulgating his decision “by 
a most unique intervention” in the case “by the chief executive.” 
The decision does not set forth what facts made the interven-' 
tion by President Wilson “most unique.” lLane’s friends, how- 
ever, understand that it was practically in the form of an order 
directing Lane to withhold the decision he has made, sitting 
in a judicial capacity for disposing of property rights in which 
a citizen had spent more than $1,000,000, simply because 
Josephus Daniels, who believes the government should operate 
oil refineries for supplying the navy with fuel, asked him to 
keep the lands in the hands of the government, notwithstanding 
the fact that on his oath Franklin K. Lane was ready to old 
that that citizen who had spent $1,000,000 had earned the lands 
under the law which offered lands to those who would develop 
their mineral resources. Lane, however, was too oyal to com- 
plain. 








The Townsend Highway Bill.—Congress has recently passed 
the Townsend highway bill, which, in the opinion of those who 
have taken an interest in truck transportation, will go far 
toward providing the nation with trunk highways running between 
all important cities in the country. In the opinion of Roy D. 
Chapin, chairman of the highways committee of the National 
Automobile Chamber of Commerce, the enactment of the Town- 
send bill brought measurably nearer the day “when the federal 
government will take over the main interstate highways of the 
nation.” He said that, while the measure was not all desired 
by students of the problem of creating a national system of 
highways that could be used in carrying on commerce between 
the states, it was a great step toward the realization that con- 
struction and maintenance of trunk highways is now, as it was 
regarded a century or more ago, part of the federal government’s 
business. The fundamental ideas in the bill are that money 
appropriated by the national government in aid of roads must 
be concentrated, sixty per cent, on roads that will form links 
in highways crossing state lines and adopted for through travel; 
that roads in which federal government money has been spent 
must be maintained; and that preparations for their mainte- 
nance must be made before there is any expenditure. That idea 
about maintenance is President Harding’s. Almost as soon as 
he took office he talked to the newspaper correspondents about 
the shiftlessness shown in spending money for roads unless 
some provision was made, when the money was raised, for keep- 
ing them up. He said that, under the policy then being pur- 
sued in practically every state, the roads that were being built 
would be worn out and disappear from the ken of men long 
before the bonds issued for their construction were paid off. 
He was so earnest about that that he practically asked his 
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fellow newspaper men to start a propaganda for reform, such 
as is commanded by the terms of the Townsend bill. 





Claims of Railroads Against Government.—Senator La Fol- 
lette, in his optimism, is like Director-General Davis, who ex- 
pects to dispose of the business of the Railroad Administration 
within the coming year. La Follette’s optimism is shown by the 
resolution he persuaded the Senate to adopt calling on Davis 
to report the financial transactions of the government with 
each railroad taken under control. Heretofore that information 
has been denied to all inquirers. The La Follette idea seems to 
be that it would help the lawmakers, chief of whom, it is be- 
lieved, he would probably name if mightily urged, to know how 
much money had been spent and how much each railroad 
claims the government still owes it, and why. There has been 
some curiosity, on the part of others than lawmakers, to know 
how much each railroad has claimed the government owes or 
owed it, but the Director-General has not gratified that curiosity. 
On the contrary, the view of the Railroad Administration has 
been that the negotiations between itself and a given railroad 
company should be regarded as confidential, largely because it 
would be impossible to know everything about every case and 
improper use might be made of the facts in one case in con- 
nection with some other. For instance, if road B learned that 
road Z obtained money on a claim of such and such a kind, it 
might amend its own claim so as to bring itself within the rule 
laid down in connection with road Z, whereas, if B did not 
know about what Z had obtained, the government would not 
be called on to pay something B had not thought was a valid 
claim against the government. Information of that kind, too, 
it has been suggested, might be of help to the companies that 
have not formulated their claims. If that thought is well 
founded, then it is to be inferred that the government’s idea is 
that it will pay only those things which the claimant brings 
forward and which, on examination of each claim separately, 
can be made to stand up under the rules of which the claimants 
obtain information, by inference and implication. But it has 
been asked, what good will it do the public to know the amount 
of money the railroads claim it owes them as the cost of gov- 
ernment control? 





Reductions in Rates.—Reduction by the southern railroads 
of rates on iron ore to the level prevailing before Ex Parte No. 
74 schedules became operative, without time limit, it is believed, 
may be taken as indicating that they have come to the con- 
clusion that the ability of the public to pay will not soon again 
go beyond what it was supposed to be during the height of 
hostilities. There are many who now believe Director-General 
McAdoo, when he put out General Order No. 28, underestimated 
the ability to pay, and that if he had not made that under- 
estimate, the government would not now be having to think 
how it will pay what it owes the railroads. Another way to say 
the same thing is that he underestimated what he and his 
successor would have to pay to keep railroad labor on the job 
while hostilities were going on, else they would not have made 
what are now regarded as the moderate increases decreed in 
General Order No. 28. There are some who believe that the 
level brought about by that general order is too high for use 
now, but those who think that way constitute a small minority. 
At the time that order was promulgated probably a majority of 
shippers thought it higher than the traffic would bear, but facts 
demonstrated that it was not high enough to cover the cost; 
hence the permission in Ex Parte No. 74. A. E. H. 


TIME FOR FILING CLAIMS 


The Trafic World Washington Bureau 


The House committee on interstate commerce has adopted 
a favorable report on Senate bill 621, extending the time for the 
filing of straight overcharge claims against the Railroad Admin- 
istration with the Commission. The committee amended the 
bill so as to add six months’ time, so that, if the measure 
passes, claims may be filed up to September 19, 1922. 

Passage of the bill with respect to the filing of overcharge 
claims is expected at the next session of Congress. Because 
of the additional six months’ time added by the House com- 
mittee, the measure, when passed, will have to be approved 
by the Senate, but no opposition to the bill is anticipated. 

The bill as reported by the House committee follows: 





That subdivision (c) of section 206 of the transportation act, 1920, 
be, and the same hereby is, amended to read as follows: 

_“(c) Complaints praying for reparation on account of damage 
claimed to have been caused by reason of the collection or enforce- 
ment by or through the president during the period of federal control 
of rates, fares, charges, classifications, regulations, or practices (in- 
cluding those applicable to interstate, foreign or intrastate traffic) 
which were unjust, unreasonable, unjustly discriminatory, or unduly 
or unreasonably prejudicial, or otherwise in violation of the Interstate 
Commerce Act, may be filed with the Commission, within one year, 
or, if so claimed in respect of overcharges above the legal tariff 
charge, within two years and six months, after the termination of 
federal control, against the agent designated by the president under 
subdivision (a), naming in the petition the railroad or system of 
transportation against which such complaint would have been brought 
if such railroad or system had not been under federal control at the 
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time the matter complained of took place. The Commission is hereby 
given jurisdiction to hear and decide such complaints in the manner 
provided in the Interstate Commerce Act, and all notices and orders 
in such proceedings shall be served upon the agent designated by the 
president under subdivision (a).’’ 


The bill was passed June 11 by the Senate and had been 
pending ever since before the House committee. 


Refund of Illegal Tax 


Representative Huddleston has introduced a bill (H. R. 
9259) to amend subdivision (c) of section 206 of the transporta- 
tion act by the addition of the following: 


Provided, That claims for the refunding of internal tax erroneously 
or illegally assessed or collected by or through the railroad administra- 
tion during the period of federal control shall be held to have been 
legally filed under section 3228 of the revised statutes as of the date 
upon which same were filed with the railroad administration. 


The enactment of the above provision would validate the 
claims for return of the tax on freight bills filed by claimants 
with the Railroad Administration. The Railroad Administration 
rejected the claims because refunding of erroneossly paid in- 
ternal revenue taxes can be made only by the Treasury Depart- 
ment under the terms of section 3228. The provisions of the 
amendment would make the filings as good as if they had been 


made in the first instance under the terms of the aforementioned 
section. 


RAILWAY REVENUE 


The Trafic World Washington Bureau 


In the nine months from January 1, 1921, to September 30, 
1921, the class 1 roads and large switching and terminal com- 
panies had a net railway operating income of $391,384,719, which 
was equivalent to a return of 2.9 per cent, on an annual basis, on 
the property valuation adjusted to those roads and companies, 
according to a compilation made by the Bureau of Railway 
Economies. 

To have earned six per cent in that period the roads should 
have had a net railway operating income of $805,754,000, and the 
reads therefore fell short $414,369,281 of earning the return con- 
templated by the transportation act. 

The roads in the eastern district had a net railway operating 
income of $167,146,720, or a percentage return of 2.7 They feil 
short $199,432,280 of earning six per cent. 

The roads in the southern district had a net railway operat- 
ing income of $29,119,353, or a percentage return of 1.9. They 
fell short $64,674,647 of earning six per cent. 

The roads in the western district had a net railway operating 
income of $195,118,646, or a percentage return of 3.4. They fell 
short $150,262,354 of earning six per cent. 

The Commission’s official statement on earnings in Septem- 
ber and the nine months ended with September shows that the 
net railway operating income for the month was $87,174,101 as 
against $79,675,646 in September, 1920, and that the net railway 
operating income for the nine months was $391,384,719 as against 
a deficit of $80,629,250 in the corresponding period of 1920. 

The ratio of expenses to revenues in September was 75.78 
per cent as against 82.36 per cent in September, 1920. For the 
nine months ended with September the ratio was 84.19 per cent 
as against 96.30 in the corresponding period of 1920. 


Railway operating revenues dropped from $618,925,580 in 
September, 1920, to $497,654,853 in September this year, and ex- 
penses dropped from $509,720,494 in September, 1920, to $377,- 
107,817 in September, 1921. 


For the nine months ended with September, revenues 
dropped from $4,440,992,579 in the 1920 period to $4,137,354,662 in 
the 1921 period, and expenses dropped from $4,276,883,353 in the 
1920 period to $3,483,124,014 in the 1921 period. 


In the Eastern district the roads had a net of $31,425,614 in 
September as against a net of $28,726,390 in September, 1920, 
and for the nine months a net of $144,233,460 in 1921 as against 
a deficit of $152,622,369 in the 1920 period. 


In the Pocahontas region the roads had a net of $3,164,840 
in September as against a net of $4,529,179 in September, 1920, 
and for the nine months a net of $22,923,260 in 1921 as against 
a net of $11,091,330 in 1920. 

In the Southern district the roads had a net of $7,086,573 in 
September as against a net of $5,350,132 in September a year 
ago, and for the nine months a net of $29,119,353 in 1921 as 
against a net of $10,756,964 in the 1920 period. 

In the Western district the roads had a net of $45,497,074 in 
September as against a net of $41,069,945 in September, 1920, 
and for the nine months a net of $195,118,646 in 1921 as against 
a net of $50,144,825 for the 1920 period. 


CUMMINS INVESTIGATION 


Frank J. Warne, consulting economist for the railroad 
brotherhoods, Senator Cummins announced, November 23, would 
be heard November 25 in the general railroad investigation. 
Mr. Warne’s statement to the committee in October was inter- 
rupted when the committee began consideration of the proposed 
amendments to the transportation act. 
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RATES SOUTH OF OHIO RIVER 


A scheme for the making of commodity rates in conformity 
with the fourth section order of the Commission based on its 
finding that the competition of the Mississippi and other rivers 
and the South no longer justified disregard for the terms of 
the fourth section, has been put out by the Commission in a 
report, written by Commissioner Daniels, as a second part on 
J. and S. No. 1303, rates from, to and between points south 
of the Ohio River, including the Mississippi Valley, poinion No. 
7229, 64 I. C. C. 306-46. 

This structure, which is to be used in lieu of parts of the 
one condemned by the Commission as having not been justified, 
is to be made operative not later than January 31, 1922, on 
thirty days’ notice. 

The order of condemnation requiring the carriers to cancel 
the suspended schedules contains a provision that it shall not 
apply to (1) schedules naming rates on asphalt, in carloads, 
from New Orleans, La., and other Gulf ports to stations on 
branch lines of the Nashville, Chattanooga & St. Louis Railway 
east of Nashville, Tenn., published in supplement No. 4 to the 
tariff of F. L. Speiden, agent, I. C. C. No. 402; (2) to schedules 
naming northbound rates from Mississippi Valley points which 
are lower than the southbound rates’ prescribed herein 
between the same points; (3) to schedules naming rates to 
Nashville, Tenn., from Virginia cities, Boston, Mass., New York, 
N. Y., and other points in trunk line territory and from points 
on the Seaboard Air Line Railway and Atlantic Coast Line Rail- 
road in North Carolina, South Carolina, Georgia, Florida and 
Alabama; and (4) to schedules naming rates to Nashville, Tenn., 
and intermediate points under which the present rates to Nash- 
ville, Tenn., are not exceeded at the intermediate points; and 
provided further, that the effective date of the schedules re- 
quired by this order to be canceled may be postponed until 
January 31, 1922, upon notice to this Commission and to the 
general public by not less than one day’s filing and posting 
in the manner prescribed in section 6 of the interstate com- 
merce act. If said schedules are postponed until January 31, 
1922, they shall be canceled on or before January 30, 1922, upon 
notice to this Commission and to the general public by not less 
than 30 days’ filing and posting in the manner prescribed in 
section 6 of the interstate commerce act. In carrying out the 
provisions of this order as to cancellation or postponement a 
special supplement similar to that authorized by rule 9 (k) of 
Tariff Circular 18-A may be used. 


The “provided further” is a technical thing designed to help 
the carriers get rid of the whole matter on the same day, namely, 
January 30, and start with clean files on January 31. 


As a substitute for the condemned schedules, the Commis- 
sion prescribed key rates from Louisville and St. Louis to New 
Orleans on the commodities that move in comparatively great 
volume. As to commodities not mentioned in the key rate 
table, other than grain and grain products, it said the carriers 
might make rates not more than 85 per cent of the rates under 
suspension (technically postponed by the voluntary action of 
the carriers, because the Commission’s power of suspension 
expired as to these rates long ago) from St. Louis to New Or- 
leans. The key rates on the heavy moving commodities, and 
the suspended rates which are to be used in constructing rates 
on commodities not mentioned which the carriers desire to 
— commodity rates, are published in parallel columns, as 
follows: 


Prescribed Suspended 


rate, rate, 

Commodity. cents. cents. 
Agricultural implements, C. L., min. wt. 24,000 lbs..... 61 70 
BNI WT Mg ihe ng bi eh a mite Act hel rte caeralane elety BY | 46 
PROVGIMEON Cavenl, OO Sigg. .(:,<. «ici /<ic,s/asa ghatole, diccweiniors levee oleieinie 53 62 
Brie, Mreshed OF COREG, CO. Ba. :ci6i0.ccieecsinewetvsiesee eens 24 24 
Brick, Ml Bali ce.¢.0:'o-orslalaa1ccardin cidiclavauteieveiasciawwiate ateanee.s 24 24 
PONG. (RRO NMNME MCT Blak oor iu Score erwin wie ai oievel siecors © 819-0 ips e/s¥e-@ielavarers 24 24 
So RO ee eS ee ene ones PAE @ Parner pesy ee 57 64 
RUMEN NR ae: 2 cc:5 sinc icieiaic/iase wie tickaievo! Ovin er aerdeievae eis 37 46 
RETOUR AR Bsc hk OM oe ieee tara Resvati dau’ praleaterecetiiat ois Doreen ee 29 32 
Cabbage, onions and potatoes, C. Ls... 0060s ccnssecews 57 64 
Furniture, rated 4th class in Southern Class’n, C. L.... 97 111 
MPI SeiN GMOS Me Re se cy des eric. acc. cic arms eucr oeiaieralaievaielolseamrerese ere 88 96 
RUNTRE: “MIRED: RUIN, OSS, Bis. 5. oo. winters cris 'o o iciprorreiewemaneeod 64 72 
we EE TS EIS ere aieenies Ne Stee cece ity Meveeannen eas 1 te 41 50 
A NE Nahas, oe rersini ciahe avai pieinin) Siniale ousnah arias ere are eur 52 52 
WEAR yO, NO Wal ashy ccec chance </are eras werenobio asta ei ealens 46 54 
PAGCOR Nie UATE Cy, Bee oo. cas av o.6.dce.0iaiei ooo es iecerecaie: wstevniers 54 58 
Petroleum and its products, CO. Ea. ...c.cccescceccesscesic 46 62 
Packing-house proqucts, ©. Breicacs csicicccccswsisicseciees 63 74 
MOMICG, (CRY OF TOMES CO, Llores cc:ocse:neiev a kiasislnsiosneseew's 50 64 
eEONNGENE MELEE MGS EM O80 7, saison cits aves ape eet close ror ia ace vo eA SIE 47 50 
MAGE: ureteereRnA Ge, (ON Mest. 0:5. <acacciaiaveixcewicineisnecere eae eisigeeeisiows 47 58 
BPCr, MCWASPTINE, C. Lin sc. ccccccesevccecve iio Winilely, erehatersvere 47 58 
RE SSR ar eee Coe beter e iene eee an: 32 32 
SS enn rene oie eee en ters Senne ie 22 22 
rTM REP UNUNEM UO Go) Bebo. iovg cna siaveraiesdhanaie aus alo rac ece eerie Molencans 26 26 
Roofing, prepared or composition, C. Bb....ccscccwceveccs 43 50 
ES eh aS a ts AUN ali ae eeete Yous eerie § 38 42 
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e 
MRS hey ees rae ta aric ignipehpvene ni vetananntein iota 47 52 
eas Ce: CE I NS Delia oa ep wieiniee ase enema aegieeinare ts 44 56 
SI eI ME ee, RG 5-6: 5-5 ib reieseiwureraconererecass abun eine Oa Ohio 44 44 
I Ti risa a. casa cassoseicainw marae Aw) soe otaloave cae lavapeecaceue ieee Nangudvavevors 54 58 
ns RNIN Fl aco. asic aismigscreia-w 16 Wise eeracmetere. Sie ere % 26 26 
Se, SD, I Bio ois eniwwln wimeuereererbiee nwa eres 32 32 
SS Eiko iinse in soe wo 4b .ere'e.b 0.0 slelere@ieiaieroreiecne 50 50 
en NE MO goose: seivosse'p 004,519 Wipe ew IS ewe ieee 75 86 
Teta, Me TOE 5 isco eso is sarecin se 0'e-07 oe aalwen pinlereievererere's 30 30 


TE, “IRL RE, Ti oo arin wraciis ald aie wa.kGie ene ewihe cee ntewnere e's 61 70 
In adjusting rates on commodities other than those men- 
tioned in the foregoing table, that is to say, the commodities 
that are to be given 85 per cent of the St. Louis-New Orleans 
rate, are to be made in according to the following formule: 

“Rates on said commodities from St. Louis to points other 
than New Orleans in the Mississippi Valley shall not exceed 
rates which bear the same percentage relationship to the rates 
to New Orleans as the first-class rates from St. Louis to such 
points bear to the contemporaneous first-class rates to New 
Orleans. 

“Rates on said commodities from Cincinnati and other Ohio 
River crossings and from Chicago to the Mississippi Valley shall 
not exceed rates which bear the same percentage relationship 
to the rates from St. Louis as the first-class rates from such points 
bear to the contemporaneous first-class rates from St. Louis to 
the same points. 

“Rates on said commodities between Nashville, on the one 
hand, and Ohio and Mississippi River crossings and related 
points, on the other, shall not exceed rates which bear the 
same percentage relationship to the first-class rates to and from 
Nashville that the rates prescribed herein from St. Louis and 
Louisville to New Orleans bear io the contemporaneous first- 
ciass rates from St. Louis to New Orleans. 

“In those instances where rates published on commodities 
are constructed on the basis of differentials over the rates to 
and from the basing points to and from which rates are pre- 
scribed herein,” said the Commission, “the rates from said dif- 
ferentially related points shall be revised so as to preserve the 
existing relationships except where otherwise provided herein. 
On fresh meats and packing-house products, for example, from 
Missouri River and interior Iowa points to the Mississippi Valley 
the existing relationship between those packing-house points 
and St. Lous should be preserved. 

“We further find that rates constructed on this basis will 
be just and reasonable for the purpose of effecting the required 
revision of rates under the fourth section. Our findings, how- 
ever, are without prejudice to any different conclusions that may 
be reached on a more comprehensive record dealing with the 
measure of such rates for particular movements, with the gen- 
eral level of rates in the Mississippi Valley or with the relation- 
ship of such rates to the rates to and from points in the south- 
east and the southwest. The suspended northbound rates from 
Mississippi Valley, in so far as they do not exceeded southbound 
rates between the same points constructed on the basis herein 
prescribed, have been justified.” 

With respect to the rates on grain and grain products to 
the points in question, the findings of the Commission are as 
follows: 

“We find that the suspended rates on grain and grain prod- 
ucts to Mississippi Valley points have not been justified and that 
for the purpose of complying with the fourth section require- 
ments reshipping rates on grain and grain products from St. 
Louis to Memphis and New Orleans should not be increased to 
exceed rates of 12.5 cents to Memphis and 31.5 cents to New 
Orleans. In all other instances where reshipping rates are in 
effect, they should be revised in harmony with the rates pre- 
scribed from St. Louis to Memphis and New Orleans, distance 
considered. 7 

“Local rates from and to the above-mentioned points should 
be revised in harmony with the reshipping rates constructed on 
the above basis and local rates from or to other points should 
be made with relation to the local rates so ascertained, distance 
considered. 

“It has been customary to adjust the rates from important 
producing regions to Mississippi Valley points through a number 
of the important grain markets, so that the sums of the rates 
into and out of such markets have in most cases been on a sub- 
stantial equality. In revising the reshipping and local rates as 
above provided, the existing equalization through the so-called 
primary markets should as far as possible be maintained, even 
though necessary to depart from a distance basis.” 

Further formal findings are as follows: 

“We find that the proposed revision of rates to Nashville 
from Virginia cities, Boston, New York, and other points in 
trunk line territory, and from points on the Seaboard Air Line 
and Atlantic Coast Line in North Carolina, South Carolina, 
Georgia, Florida, and Alabama has been justified. 

“We further find that as to-schedules naming rates to Nash- 
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ville and intermediate points under which the present rates to 
Nashville are observed as maxima at intermediate points the 
proposed revision has been justified.” 

The schedules excepted from the requirement of cancellation 
are either tnose which were withdrawn at the hearings, as for 
instance the rates on asphalt, or because there was no objec- 
tion to them, as for illustration, the revisions from the Caro- 
linas, Florida, Georgia and Alabama to Nashville. These revi- 
sions continued the existing rates but restricted the routing of 
the traffic. 

In the first report on this case the Commission prescribed 
the class rates that might be published in conformity with the 
determination of the carriers to put what they called unduly 
depressed rates to and from the Mississippi Valley territory on 
a “dry land basis.” 


WESTERN PASSENGER FARES 


The Commission has dismissed No. 11541, Arizona Corpora- 
tion Commission et al. vs. Arizona Eastern Railroad Company 
et al., opinion No. 7215, 64 I. C. C. 253-6, holding that passenger 
fares between points in Arizona and destinations in Nevada, be- 
tween points in Arizona and points in New Mexico, between 
points in New Mexico and points in Nevada, and between points 
in Arizona, Nevada and New Mexico and points outside those 
states were and are not unreasonable, unjustly discriminatory 
or unduly prejudicial. 

In dismissing the complaint the Commission upheld as not 
unreasonable or otherwise unlawful a general basis of passenger 
fares on the main lines of the railroad of 4.8 cents per mile; 
5.4 cents per mile on the Denver & Rio Grande in New Mexico, 
and a basis of 6 cents on the Los Angeles and Salt Lake in 
Nevada and portions of the Arizona Eastern in Arizona. It alsu 
approved interstate bases on the branch lines of some of the de- 
fendants as high as 7.2 cents per mile. 

This approval of the high bases is the result of the Com- 
mission’s determination to adhere to its decisions in the Nevada 
& Arizona State Rate Cases, 60 I. C. C. 628, and 61 I. C. C. 572. 
In those cases it held that the increased interstate fares were 
reasonable and required corresponding increases in intrastate 
fares as a method for removing unjust discrimination against 
interstate commerce. 

Commissioners Campbell, Aitchison and Eastman dissented, 
the former writing a separate opinion. In that he pointed out 
that the usual basis almost over the whole country is 3.6 cents 
per mile. Quoting from the Commission’s Decision in Nebraska 
Rates, Fares and Charges, 60 I. C. C. 305, he said that the Com- 
mission had there called attention to the fact that “Minor dif- 
ferences in circumstances and conditions are not reflected in the 
fares.” 

Simplicity and uniformity, he said, seem to require that 
in certain circumstances the Commission disregard differences in 
conditions. He called attention to the fact that, regardless of 
heavy traffic density in New England and in Trunk Line terri- 
tories and regardless of the light traffic density in many west- 
ern and far western states, the basis of 3.6 per mile generally 
applied. Practically the whole country is averaged, he said, 
and given a common basis. 

“I can see no good reason,” said Mr. Campbell, “for excepting 
a comparatively small portion of the west and charging it fares 
considerably above the average, while we do not except the east- 
ern territories and afford them a basis less than the average.” 


SINGLE-DECK LIVESTOCK CARS 


The limitation on the two-for-one rule covering requests for 
double-deck cars for loading hogs in Official Classification terri- 
tory, condemned by the Commission in a report on I. and S. No. 
1377, Substitution of Single-Deck for Double-Deck Cars Ordered, 
opinion No. 7214, 64 I. C. C. 251-2, was proposed by the carriers 
because they desired to get back to the pre-war basis instead of 
remaining on the basis prescribed by the Director-General. Dur- 
ing federal control a rule was established providing that at 
primary markets two single-deck livestock cars would be fur- 
nished for the transportation of hogs under certain conditions of 
time and notice. That rule, the carriers said, resulted in de- 
mands for excessive service, without substantial benefit, they 
said, to livestock shippers as a whole. In time of car shortage 
the rule resulted in the creation of unusual shortages at country 
stations, and extra services in trying to meet the demands. 

The great objection to the proposed rule was the limitation 
that the rule would apply only when the request for double-deck 
ears did not exceed 20. In cases where the demand exceeded 
twenty it was provided that the rule would only apply if the 
stock to be loaded could have been transported in double-deck 
cars of standard size, namely, not exceeding 36 feet and 7 inches 
in length. 

Objections to the limitation were such that the Commission, 
if the carriers had not offered to amend it, would have held it «o 
be unreasonable, without qualification. At the hearing they 
offered to extend their table of equivalents to include 40 cars. 
That was satisfactory to most of the protestants, so the condem- 
nation is without prejudice to publish a rule in which the limit 
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shall be forty cars. Any excess over 40, the carriers said, would 
be handled as if a separate order had been given for the excegs, 


TIME ZONE INVESTIGATION 


In the sixth supplemental report on No. 10122, Standard 
Time Zone Investigation, opinion No. 7221, 64 I. C. C. 281-2, the 
Commission authorized the Akron, Canton & Youngstown, operat- 
ing in northern Ohio, to establish the boundary between eastery 
Standard and Central time zones so far as the northern Ohio 
Railway. Part of its system is concerned at New London, Ohio. 
Points east of New London will be in the eastern and points 
west in the central zone. In granting permission to the appli- 
cant, to carry standard central time, on the Northern Ohio, from 
Plymouth to New London for operating purposes, Commissioner 
Aitchison, author of the report, said the grant was made on an 
expressed undertaking on the part of the applicant to show 
in its public advertisements, its time cards intended for public 
use, bulletin boards in stations, and in other like ways the ar- 
rival and departure of trains between those stations with ref- 
erence to standard eastern time. That condition was prescribed 
because physically that stretch of the Northern Ohio lies with- 
in the eastern zone. 

The application was for the inclusion of the Northern Ohio 
as a whole in one of the other of the districts, or in the alterna- 
tive of the removal of the time breaking point from Plymouth to 
either New London or Carey. 


REFINING IN TRANSIT 


The Commission has disapproved, in a report on I. & S. No. 
1386, Refining in Transit of Copper Articles at Laurel Hill, N. Y., 
opinion No. 7216, 64 I. C. C. 257-8, the cancellation of refining 
in transit arrangements at Nichols Siding, Laurel Hill, on copper 
and lead moved all-rail, from points west of Buffalo and Pitts- 
burgh and the refined product moved from the refinery to New 
England destinations. The Commission said that the transit ar- 
rangements were established to place Laurel Hill on a parity in 
that respect with refineries at New Jersey points, such as Jersey 
City-and Communipaw, where copper is treated, and Brills, Perth 
Amboy, Carteret and Chrome, N. J., where lead is refined. It 
said that cancellation of the transit arrangements would restore 
the disparity theretofore existing. It said that the service per- 
formed by respondents on copper and lead moved from Arizona, 
for example, via Galveston and the Mallory S. S. Co. or the 
Morgan Line Steamers to New York, is identical with that per- 
formed on all-rail shipments. Division satisfactory to the rail- 
roads, it said, had been arranged on rail-gulf-and-rail-traffic and 
transit on such traffic was consequently maintained. In this 
case it said that each respondent had admitted that, if reasonable 
compensation for the service performed by it on all-rail could 
be obtained, it would willingly participate in continuance of the 
refining in transit arrangements under consideration. The Com- 
mission said that it had often pointed out that a disagreement 
between carriers as to divisions of rates was no justification for 
an increase in them. Therefore they will have to cancel their 
schedules and come to an agreement as to divisions or the Com- 
mission will prescribe the formulae for dividing the rates, and 
the maintenance of the refining in transit arrangement. 


INTERCHANGE SWITCHING AT TOPEKA 


The Commission, in a report on I. and S. No. 1367, Inter- 
change Switching at Topeka, opinion No. 7217, 64 I. C. C. 259- 
60, has condemned as unjustified, the proposed cancellation by 
the Rock Island of charges on carload traffic from interchange 
tracks in Topeka, to state institutions and industries, located 
on spur tracks adjacent to but outside the Topeka district. The 
cancellation would have brought into operation higher road- 
haul charges, which, under their switching tariffs, other carriers 
to and from Topeka could not absorb. Prior to February, 1916, 
Topeka class and commodity rates applied to and from the spur 
tracks. At that time, at the request of the Kansas state com- 
mission, the Rock Isiand made its switching tariff applicable 
to the spur tracks, the result being a considerable reduction in 
the charges. The switching charges were not increased undsr 
General Order No. 28, but were under Ex Parte No. 74. The 
Rock Island, however, was not satisfied with two cents per 100 
minimum $8 per car and proposed to cancel the application of 
the switching tariff. 

At the hearing the Rock Island expressed a willingness to 
negotiate with connecting lines for the establishment of joint 
rates to the spurs out of which it shall receive divisions equal 
to the switching charges now absorbed by connections. Absorp- 
tion is now made on competitive traffic. As to non-competitive 
not moving on Topeka-rates the Rock Island is willing to pub- 
lish, in its road-haul tariffs, rates equal to its present switch- 
ing charges, to apply as proportionals. On that traffic the ex- 
cess over the Topeka rates would remain as at present, a charge 
against the shippers. The protestants accepted that offer, S0 
the condemnation is without prejudice to the establishment of 
the rates as proposed, as a substitute for what now exists and 
for what was proposed. 
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RATES ON ASPHALT 


The Commission, in a supplemental report on I. and S. 1303, 
Rates on Asphalt from Gulf Ports to Stations on the Nashville, 
Chattanooga & St. Louis Railway East of Nashville, 64 I. C. C. 
(galley proof without opinion or page numbers), written by Com- 
missioner Daniels, has condemned as not having been justified, 
rates On asphalt from Gulf ports to the parts of the N. C. & St. 
L. Ry. before mentioned. The suspended schedules, supplement 
numbers 11 and 12, Speiden’s I. C. C. 402, are to be cancelled not 
later than November 21. 

In a prior report covering asphalt rates the Commission 
approved a compromise rate of 30.5 cents to Ohio River crossings 
from the Gulf ports and 25.5 to Memphis. When that had been 
done Speiden filed the supplements involved in this phase of 
the case, higher than the rates to the Ohio River crossings and 
to Memphis, but lower than the class A rates that are in effect 
now. For illustration, the present rate from New Orleans and 
Gulf ports to Tullahoma, Tenn., is 59.5 cents. In the schedules 
which were under suspension in the Ohio River crossings part 
of the case, the carriers proposed a commodity rate of 36 cents. 
When the Commission required the carriers to get rid of the 
supplements for application to Ohio River crossings, Speiden 
fled the supplements under suspension in this case proposing a 
rate of 40.5 cents to Tullahoma. 

Commissioner Daniels said that while the rate of 40.5 cents 
to Tullahoma, used for purposes of illustration, compared favor- 
ably with rates from New Orleans to destinations in Alabama 
and Georgia for similar distances, it would have been appropriate 
tio compare it with the rates established for application to the 
Qhio River crossings. Such a comparison, he said, would show 
that the proposed rates could not be justified. 


WOOLEN YARN FROM SKOWHEGAN 


The Commission in a report on I. and S. No. 1369, woolen 
yarn from Skowhegan, Me., to Boston and other points, opinion 
No. 7218, 64 I. C. C. 261-3, has held as unjustified the proposed 
cancellation of any-quantity commodity rates on woolen yarn 
frm Skowhegan to Portland, Me., Soya, N. H., Boston, certain 
points taking Boston rate and New York, in so far as applicable 
to interstate traffic. 

The New England carriers undertook, as a method for in- 
creasing their revenues, to cancel out all less than carload com- 
modity rates, because the Commission in its report in the New 
England Division case, 62 I. C. C. 518, commented upon the 
maintenance of such commodity rates in a way to indicate that 
in its opinion less-than-carload commodity rates are sub-normal. 
The Main Central contended that in light of the Commission’s 
approval of the Anderson scale, that the class rates would be 
reasonable and normal. 

The Commission did not in this case say anything about the 
reasonableness of any-quantity or L. C. L. commodity rates, 
called attention to the fact that the rates on yarn and finished 
cloth are the same, and that the cancellation of one of the two 
any-quantity rates would increase the disadvantage under which 
the protestant in this case has been laboring. 


IMPORTED FLINT PEBBLES 


The Commission has dismissed No. 11683, Silica Sand Pro- 
ducers’ Traffic Association of Illinois vs. C. B. & Q., Director- 
General, et al., opinion No. 7227, 64 I. C. C. 302-4, holding that 
the rates on import flint pebbles, carloads, from New York io 
Cttawa, Wedron, Millington, and Oregon, IIl., are not unreason- 
able. The flint pebbles are used by the complainants as an 
abrasive for rebusing silica sand to finer grades than can be 
had without such process. Forty carloads were moved from New 
York to the Illinois sand producing point within, as the report 
said, 50 months prior to the filing of complaint. The pebbles 
were valued from $9.50 per ton in 1909, to $27 per ton during 
the last few years. From May 1, 1915 to May 14, 1918, the 
rate to Ottawa, Wedron and Millington was 25.4 cents, and to 
Oregon 27 cents. Under General Order No. 28, the rates were 
Increased to 36.5 and 39 cents; the latter was subsequently re- 
duced to 38.5. The complainant contended that the rates were 
made contrary to the terms of General Order No. 28, because 
mereases were greater than those authorized for application 
‘0 sand and gavel. The Commission said that ordinarily sand 
and gravel do not cover grinding pebbles, which are a higher 
grade commodity serving a different purpose. In any event 
the Commission said the reasonableness of the rates would not 
be determined by the construction to be placed on the Director- 
General’s big rate order. 


ORE AND CONCENTRATES 


In a report written by Commissioner Aitchison on No. 11396, 
Mason Valley Mines Co. vs. Western Pacific et al., opinion No. 
(253, 64 I. C. C. 477-84, the Commission condemned as unreason- 
able rates on ore and concentrates from Paxton and Engels, Cal., 
‘0 Wabusta, Nevada, to the extend that they exceeded, exceed or 
May exceed, a scale based on value of the ore or concentrates to 
be shipped beginning with ore or concentrates valued at $20 per 
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ton, graded so as to have a higher rate for each $10 of added 
value until $150 is reached, the rate from Paxton on stuff valued 
at $20 per ton to be $2.90. For each $10 per ton of added value 
the rate is to be increased 30c, so that on ore or concentrates 


valued at $150 the rate will be $6.80 per ton. The rate from 
Engels on ore and concentrates valued at not more than $20 
per ton is to be $3.90 with like additions of 30c per ton for 
each increase of $10 per ton in valuation. These rates are to 
be published on or before February 23. The rates and values, 
the report of the Commission said, shall be subject to revision 
in accordance with value determined by the smelter and certi- 
fied by the carrier. The Commission also said that the carrier 
or shipper should go by the usual form of certificate of declara- 
tion or agreement as to value. Provision for making the rates 
effective is made in released rates order No. 390, issued as part. 
of the Commission’s order. 


The Commission’s report in this case is unlike any of those 
recently put out, if not unlike any ever before promulgated, in 
that it mentions the “public interest” as being served by the 
rates which were being decreed in the order. 


“Upon all the facts of record we are of opinion,” says the 
report, “and find, that it is desirable in the public interest that 
the defendant, as they participate in the transportation, to es- 
tablish joint rates on ore and concentrates in carloads, minimum 
weight 40,000 pounds, from Paxton and Engels to Wabusta, and 
that the existing rates for such transportation are, or for the 
future will be unreasonable to the extent that they exceed or 
may exceed those shown” in the scales before mentioned. 

The language about public interest apparently was made 
desirable by the fact that there were no joint rates when the 
complaint was filed, but the Commission thought there should be 
and that such joint rates should be considerably lower than 
the combination against which the complaint is filed. 

The report also covers No. 11396, Sub No. 1, G. H. Goodhue 
et al. vs. Same. 


RATES ON LIQUID ASPHALT 


In a report on 11778, Philip Carey Mfg. Co. et al. vs. Ala- 
bama & Vicksburg, Director-General, et al., opinion No. 7224, 
64 I. C. C. 292-6, the Commission held that the rates on liquid 
asphalt in tank cars from Louisiana refining points to Cincin- 
nati were and are not unreasonable or unduly prejudicial, except 
in so far as the rates from Mereaux to Cincinnati exceeded 25 
cents in the period from June 25, 1918, to June 8, 1919. Twenty- 
five cents was the rate from New Orleans to Cincinnati and the 
Commission was of the opinion that that would have been the 
proper rate from Mereaux. Reparation is to be made to that 
basis. 


RATES ON CANNED SALMON 


The assessment of full local fifth-class rates on a carload of 
canned salmon between Portland, Ore., and Los Angeles, when 
canned fruits and vegetables enjoyed a commodity rate consid- 
erably lower, was unjust, according to W. W. Manker, assistant 
traffic manager for Armour & Co., who testified at the hearing 
on No. 13041, Armour & Co. vs. Director-General, before Examiner 
R. L. Shanafelt in Chicago, November 23. The car in question, 
which, according to Mr. Manker, was shipped from Seattle De- 
cember 26, 1918, moved to Portland via the O. W. R. & N. line 
under a commodity rate of 15 cents. From Portland to San Fran- 
cisco the local class rate of 35 cents was applied, and 3414 cents, 
the class rate, was also added for the haul beyond to Los Angeles. 
Contemporaneously, according to the witness, there was in effect 
via the Southern Pacific, over which the car involved moved, a 
commodity rate of 50 cents on canned fruit and vegetables froin 
Portland to Los Angeles. He asked reparation to the basis of 
that rate plus the 15-cent commodity rate from Seattle to Port- 
land. 


On December 16, 1919, according to the complainants, the 50- 
cent rate for the Southern Pacific’s portion of the haul was made 
applicable also on canned fish as a direct result of an application 
made by the complainants. Exhibits were introduced purporting 
to show that canned food rates generally throughout western 
territory were applicable on canned fish as well as on fruits and 
vegetables. It was contended that the salmon loaded heavier 
than the usual lading on other canned food products, the lading 
on the car in question being over 72,000, whereas the classification 
and commodity minimum on fruits and vegetables was 36,000 
pounds. 

A. E. Marti, appearing for the Director-General, took the 
pesition that the 50-cent commodity rate on fruits and vegetables 
was less than reasonable and that it had been instituted in the 
first place to enable Oregon fruit and vegetable canners to com- 
pete with California producers of the same products, and because 
of coastwise water competition. He said no competition between 
Oregon and California existed in the canned salmon trade because 
neither state produced any. He pointed to the single car under 
consideration as being the only one which moved between Decem- 
ber, 1918, and March, 1919, and said that it proved the movement 
to be sporadic, 
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RATES ON GASOLINE 


A holding of unreasonableness and award of reparation has 
been recommended by Examiner John H. Howell in a Report 
on No. 12571, Joseph Russell, doing business under the name and 
style of Auto Gas & Oil Co., vs. Oregon Short Line, Director- 
General, et al., as to the rates on 40 carloads of gasoline shipped 
between October 138, 1918, and November 24, 1919, from Los An- 
geles, Colegrove, Avon and Coalinga, Cal., to Butte, Mont. The 
complainant paid rates of $1.091%4 from Los Angeles, Colegrove 
and Avon and $1.37 from Coalinga, which were the fifth class 
rates in effect prior to June 25, 1918, plus an increase of 4.5 
cents under the modified General Order No. 28. Contemporane- 
ously there was a commodity rate of 94.5 cents applicable from 
the four points of origin named to destinations east of Ogden 
and Salt Lake City all the way to the Atlantic seaboard. This 
rate did not apply via Butte, while the shipments were being 
made, but it was made applicable via that point on February 29, 
1920. 

According to the examiner’s report, when the complainant 
started business he met the competition of the Continental Oil 
Company, which shipped gasoline from Wyoming, principally 
from Greybull. Desiring to obtain a somewhat higher grade 
gasoline, he bought fuel in California. As his competitive rate 
from Greybull was 64.5 cents he had to absorb a difference in 
freight charges of more than 2 cents per gallon. He has made 
no shipments in California since those upon which he asked 
reparation, but he said that if the reduction in freight rates for 
which he had asked were made and commercial conditions 
changed somewhat he might be able to resume shipping from 
California. Russell asked for the retroactive application of a 
rate of 83.5 cents based on 75 per cent of the fifth class rate, in 
effect prior to June 25, 1918, plus the commutation of 4.5 cents. 
The examiner said that the Commission should find that the 
rates made by Russell were unreasonable only to the extent that 


they exceeded 94.5 cents, the blanket rate applicable to the 
east of Utah points. 


RATE ON OILCLOTH 


In a tentative report on No. 12693, Portland Traffic .and 
Transportation Association et al. vs. Spokane, Portland & Seattle, 
Examiner John H. Howell has recommended a holding of unrea- 
sonableness and an award of reparation, on account of unrea- 
sonable rates on table or shelf oilcloth, from Peekskill, N. Y., 
and Rock Isand, Ill., to Portland, Ore., shipped in September, 
1920, and January, 1921. The rates were $3.755 from Peekskill 
and $3.335 from Rock Island. The examiner said the rates 
should be held unreasonable because and to the extent that they 
exceeded $1.835 from Peekskill and $1.50 from Rock Island. The 
lower rates to the basis of which reparation is to be made were 
those applicable to floor or carpet oilcloth. 

Until March 15, 1918, the same rates were imposed on both 
kinds of oilcloth. On that day, on which the transcontinental 
railroads published rates in supposed compliance with the Com- 
mission’s decision in Transcontinental Rates, 46 I. C. C., 236, the 
rates on oilcloth were published under the caption “carpet and 
carpeting.” Two years after that was done the railroads raised 
questions about the applicability of rates published for carpet 
and carpeting to oilcloth used for table or shelf purposes. They 
answered that it could not be done and imposed third class in 
western classification territory and fourth in official instead of 
the commodity rate on the oilcloth that could be listed, by 
reason of its use as carpet or carpeting. 

At the hearing the tariff publishing agents could defend the 
higher rates on shelf or table oilcloth only by saying that they 
had not been able to procure authority from one of the lines 
to make the same rates on oilcloth regardless of the use for 
which it might be intended. 


RATE ON IRON PYRITES 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 12403, The Grasselli Chemical Co. vs. Director- 
yeneral, Chesapeake & Ohio, et al. on a holding that the sixth- 
class rate of $5.20 per gross ton on iron pyrites, from Arminius 
Mines, Va., to Canton and Niles, O., in the early part of June, 
1919, was unreasonable, and in violation of the long and short 
haul part of the fourth section, because and to the extent that 
it exceeded the subsequently established commodity rate of 
$3.40 per ton. That rate was in effect to Cleveland and Sandusky, 
points beyond Canton and Niles via some possible routes, when 
the shipments in question were made. The examiner said that 
the lower commodity rate did not apply via Canton, the distance 
to which is less from Arminius than to Cleveland. The distance 
to Niles is greater than the distance to Cleveland, although 
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over some possible routes traffic from Arminius Mines would 
pass through Niles en route to Cleveland. 


RATES ON PETROLEUM 


In a tentative report on No. 12535, Fairmont Creamery Con. 
pany vs. Director-General, A. T. & S. F. et al., Examiner J. 
Edgar Smith has recommended adherence by the Commission 
to the position it took in Mid-Continent Oil Rates, 36 I. C¢ 
109, that rates on gas, fuel, and crude petroleum prior to August 
26, 1920, should have been 5 cents less than the rates on the 
higher grade refined oils, and 6 cents after August 25. The re. 
port also covers No. 12535 (Sub. No. 1), Hastings Gas Company 
et al. vs. A. T. & S. F. et al., and No. 12554, Interstate Oil Con. 
pany vs. Director-General et al. 

Examiner Smith said that in effect the defense of the Dire. 
tor-General was a move by him for a revision of the Commis. 
sion’s decision in the Mid-Continent case; he said that the 
grounds upon which the revision was asked were: The enlarge 
ment of the Oklahoma and Kansas groups of production, result- 
ing in increased lengths of haul; advances in the values of all 
petroleum products; increased wheelage allowances to Owners of 
tank cars; excessive cost of carrier services; and the reasonable. 
ness of the rates, fifth class or lower, generally applicable to the 
movements of petroleum products west of the Mississippi River, 
He said that in substance of all the matters mentioned had been 
urged in prior proceedings and it would be a threshing over of 
old straw to beat them over again. Likewise he said it would 
serve no useful purpose to consider claims made by the com- 
plainants for a differential in rates on petroleum products, as 
between higher grades and lower grades, greater than the basal 
adjustment made in the Mid-Continent case to which he said 
the Commission had consistently adhered ever since. That, 
he said, did not imply that the Commission should be rigidly 
bound by its prior decisions. It meant, however, he said, that 
what the Commission had prescribed after a very thorough 
general investigation and had reiterated as applied to specific 
instances during a period of six years was not to be lightly disre- 
garded by carriers or modified on particular complaints. 

Nothing shown in these cases he said was even persuasive 
that the basal differential in the Mid-Continent case should be 
ignored or changed. Indeed he said the weights and values of 
higher grade and lower grade petroleum products demanded 
some differential and the one prescribed in the Mid-Continent 
case was decided upon after mature deliberation. 


CARLOAD RATES ON SULPHUR 


Examiner Warren H. Wagner, in a report on No. 12255, 
Southern Acid and Sulphur Co. vs. Arizona & New Mexico et al. 
has recommended a holding of unreasonableness as to the car: 
load rate in sulphur, ground, refined or further manufactured, 
at Lake Charles, La., to Texarkana, from Sulphur Mine, La, 
and Bryanmound, Freeport and Gulf Hill, Tex., to south Pacific 
coast ports, because it exceeded, exceedds or may exceed $1.25 
per 100 pounds, minimum 50,000, with reparation to that basis. 

He recommended a finding that the rates to north Pacific 
coast points are not unreasonable or otherwise unlawful. 


RATES ON DRESSED POULTRY 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 12423, Armour & Co. vs. Atlantic Coast Line et al., on 
a holding that the rates on fresh meat and dressed poultry, in 
straight and mixed carloads, from Chicago, South St. Paul, 
Kansas City, Springfield, Mo., and Louisville to Key West, Fila. 
for export to Havana, are not unreasonable. 


SAND, ILLINOIS TO KENTUCKY AND TENNESSEE 


Examiner Howard Hosmer has advised the Commission t0 
dismiss No. 12633, Silica Sand Producers Traffic Assocation et 
al. vs. Cleveland, Cincinnati, Chicago & St. Louis et al., on 4 
finding that the rates on sand, from Ottawa, Oregon, Wedron 
and Millington, Ill., to Bluestone and Farmer, Ky., and Erwil, 
Tenn., are not unreasonable. The report also covers N60. 
12641, same vs. C. B. & Q. Railroad, Director-General, et al., and 
12642, same vs. C. & O. Railway, Director-General, et al. 


RATE ON STEEL RAILS IN PENNSYLVANIA 


A finding of unreasonableness and an award of reparation 
have been proposed by Examiner J. P. McGrath in a report on No. 
11157, Central Pennsylvania Lumber Co. vs. Pennsylvania Rail- 
road et al., as to rates on intrastate shipments of old rails, from 
Port Allegany to Masten, Pa., between July 1, 1918, and Se? 
tember 11, 1918, because and to the extent it exceeded $3.40 pe! 
ton. 
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GENERAL RATE INQUIRY ORDERED 
The Trafic World Washington Bureau 


Another general inquiry into rates, in accordance with the 
jesires of the railroad executives, expressed in the resolution 
jjopted by them at their meeting at New York, November 16, 
has been ordered by the Commission. It was ordered Novem- 
jer 28 and announced that day. It is formal docket No. 13293. 
jn importance it is akin to Ex Parte No. 74, also initiated be- 
cause Of representations by the railroad executives. 

This investigation, however, will not be a further proceed- 
ing under Ex Parte No. 74. Many petitions for reopening that 
case were filed with the Commission. It considered them all, 
hut decided that it would be better to have an investigation 
initiated by itself, without reference to the one under which 
it permitted the carriers to increase rates in August, 1920. 
Applications for reopening were made by various industries, so 
that, if the Commission had acted favorably on them, it might 
hve been inferred that such classes of shippers as had not 
asked for reopening would not be included within the scope of 
the new case. 

The new proceeding differs from other general proceedings 
in that it is limited to an inquiry, not as to whether rates could 
be raised or lowered to enable the carriers to obtain revenues 
sufficient to give them a net railway operating income of 5.5 
or any other percentage on the value of the property devoted 
to transportation, but “‘to determine whether and to what ex- 
int, if any, further general reductions in rates, fares and 
charges * * * can lawfully be required by. order or orders 
of the Commission under section 1, or other provisions of the 
interstate commerce act, upon any commodities or descriptions 
of traffic.” 

Hearing is to be had on the question in the order directing 
the institution of the investigation at the Commission’s office, 
December 14. The order has been served on all railroads sub- 
ject to the interstate commerce act. Shippers, not being parties 
toa general proceeding of that kind, because it is not between 
parties, are expected to receive information through their usual 
channels for learning about public matters. 

At the time the Commission announced the inauguration 
of this general inquiry to determine whether it had the power 
to order any general reductions, other than those put out by 
it in the live stock and western grain rate cases, the railroad 
executives announced that they had filed the contemplated ap- 
plication for the reopening of the grain rate case and the sub- 
stitution of the 10 per cent general reduction on the agricul- 
tural commodity list. Actual filing of that application was de- 
layed a few days, so that it would not be on the files of the 
Commission ahead of the order directing the carriers to make 
the reduction in rates on grain, grain products, hay and straw. 

While the Commission’s force was preparing the order for 

the general inquiry as to the extent of the Commission’s power 
to order further reductions, and while the publicity department 
of the Association of Railway Executives was preparing the 
amnouncement concerning the application for reopening the 
western grain rate case, technical tariff men, representing car- 
tiers in all sections of the country, were conferring with Di- 
rector Hardie, of the Commission’s bureau of traffic, with a 
view to devising a rule under which the 10 per cent reduction 
could be brought about with the greatest certainty and with 
the minimum of expense and delay in the publication of tariffs. 
The various tariff publishing committees held meetings in New 
York, Washington and Chicago, en the two days preceding the 
heeting in Mr. Hardie’s office. The subject was discussed by 
4committee composed of the chairman of the tariff committees, 
with R. H. Collyer, of the Official Classification territory com- 
nittee acting as chairman. The devising of a rule for making 
blanket supplements that would accomplish the 10 per cent re- 
duction early was discovered to be one of the hardest matters 
of that kind ever undertaken. 
_ The limitation placed on the order directing the investiga- 
lon May mean much or nothing. The Commission is not bound 
by its own order to confine its inquiry to determine to what 
extent, if any, it may order further general reductions. The 
aw says it shall initiate and establish rates, which, in its 
judgment, will give the carriers a fair return on the value of 
the property devoted to transportation. An order instituting an 
Inquiry, therefore, in so far as it relates to the Commission 
itself, is mere information as to what it thinks it should inquire 
about when it starts its inquiry. If information should be de- 
veloped at the hearing December 14 indicating the desirability 
of Increasing the scope of the inquiry, the widening of the scope 
could be accomplished without delay, under the terms of the 
law authorizing the Commission to initiate and establish rates. 
hat power is granted in section 15-a. The power to order re- 
ductions in rates is granted in section 1, declaring unlawful, un- 
list and unreasonable rates and saying that all rates shall be just 
aad reasonable. 

All parts, of the law, however, are to be enforced within 
he constitutional limitation that property must not be taken 
Without due process of law or without just compensation. 

As a rule, the scope of a hearing of such nature is indi- 
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cated soon after it is begun. Just now, the question most fre- 
quently asked among shippers is as to whether it would be 
possible for the Commission, without colliding with the Con- 
stitution, to order reductions in rates on any commodities, even 
on live stock and grain, grain products, hay and straw, as has 
been done in the western live stock and western grain rate cases. 


_The railroads, in announcing the plan to make a 10 per cent 


reduction, pointed out that they were deciding on it notwith- 
standing that their return had been much less than the law 
contemplates. 


In connection with its order instituting the general inquiry 
into the extent of its power of reduction, the Commission gave 
out of the following: 


The Commission has acted recently in two litigated proceedings 
looking to general reductions in rates. 

The first was based on complaint by producers of live-stock and 
confined to rates in the western district. The reductions recommend- 
ed became effective in September. Various applications for modifi- 
cation or extension of the findings were argued on November 8. 

The second was an investigation instituted in July into the rates 

on hay and grain in the western district. Many state commissions 
intervened. The findings are reported in 64 I. C. C., 85. An order 
thereunder, effective December 27, on five days’ notice, was served 
on November 21. Meantime, petitions have been filed by representa- 
tives of various interests asking the institution of investigations, 
more or less general in scope, with a view to effecting reductions in 
rates on various descriptions of traffic, and the carriers have indi- 
cated their intention to effect immediate reduction of 10 per cent in 
the ae in all districts on designated products of the farm and the 
ranch, 
All petitions have received careful consideration, but it has seemed 
to the Commission that its investigation should not be confined to 
any particular descriptions of traffic and should be distinct from and 
without prejudice to proceedings on complaint already filed or here- 
after to be filed. The order now issued is intended to elicit what- 
ever information may be lacking as a guide for the Commission in 
its further action, and is along lines under consideration by the Com- 
mission for some time past. 


The order instituting the investigation is as follows: 


The rates, fares and charges of carriers by railroad subject to the 
interstate commerce act being under consideration: 

It is ordered, That an investigation be, and it is hereby, instituted, 
to determine whether and to what extent, if any, further general 
reductions in the rates, fares and charges of carriers by railroad 
applicable in interstate or foreign commerce can lawfully be required 
by order or orders of the Commission under section 1 or other provi- 
sions of the interstate commerce act, upon any commodities or de- 
scriptions of traffic. 

It is further ordered, That all carriers by railroad subject to the 
interstate commerce act be, and they are hereby, made respondents 
to this proceeding; that a copy of this order be served upon each 
respondent; that the respective states be notified of this proceeding by 
sending copies of this order by registered mail to the governor of 
each state, as well as to the tribunal thereof, if any, having regula- 
tory powers over common carriers by railroad; and that notice of this 
proceeding be given to the public by depositing a copy of this order 
in the office of the Secretary of the Commission at Washington, D. C. 

And it is further ordered, That this proceeding be, and it is 
hereby, assigned for hearing at the office of the Interstate Com- 
—. Commission, Washington, D. C., on December 14, 1921, at 10 
o’clock a. m. 


The announcement of the executives concerning the applica- 
tion for the reopening of the western grain rate case said: 

“In order that more widespread relief can be realized by 
the agricultural industry from a reduction in freight rates, the 
Interstate Commerce Commission was today asked by the car- 
riers to reopen its decision rendered on October 20th last or- 
dering a cut in hay and grain rates. As a substitute, the car- 
riers propose the following: 


1. <A reduction, for an experimental period of six months, of 10 
per cent in carload rates on wheat, corn, oats, other grain, flour and 
meal, hay, straw and alfalfa, unmanufactured tobacco, cotton, cotton- 
seed and products except cottonseed oil and cottonseed meal, citrus 
fruits, other fresh fruits, potatoes, other fresh vegetables, dried fruits, 
and vegetables, horses and mules, cattle and calves, sheep and goats, 
hogs, poultry, eggs, butter and cheese, and wool, any reduction in such 
rates made since September 1, 1920, to constitute a part of this 10 
per cent, it being understood that the proposed reduction of 10 
per cent shall not apply to the movement of such traffic wholly within 
New England, and that if the reduction of wages, referred to in the 
next succeeding paragraph hereof, is put into effect prior to the ex- 
piration of the said experimental period, this limitation of six months 
shall not apply to the said reduction in rates. It should be noted that 
the loss of revenue resulting from this reduction would all come out 
of the net revenues of the carriers. 

2. The necessary steps under the law, including, in case of fail- 
ure to agree in conference, an application to the United States Rail- 
road Labor Board, to be filed as promptly as possible, for a reduction 
in wages of employes, with the understanding that, concurrently with 
such reduction in wages, the benefit of the reduction thus obtained 
shall, in a manner approved by this honorable Commission, be passed 
on to the public in the reduction of existing railroad rates, except in 
4 far as such reductions in rates shall have been made in the mean- 
ime. 


“The effect of this proposal,’ said the application, “will be 
an immediate reduction in carload rates on the products of 
agriculture and the products of animals which are mentioned, 
but, as soon as and to the extent that a reduction in wages is 
obtained from the Labor Board on the proposed application, a 
further reduction in rates (except as meanwhile put into effect), 
to be distributed among the users of transportation in such man- 
ner as this Honorable Commission may determine. 


“The proposal thus deals immediately, and without waiting 
for a reduction in operating costs, in the manner stated, with the 
needs of agriculture and undertakes to make further reductions 
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not confined to agriculture as soon as further reductions are 
made made possible by the proposed reduction in wages.” 

“Your petitioners, in view of the condition and of the special 
needs of the transportation industry do not believe that any 
further reductions in rates than those herein mentioned, should 
be made until there is a reduction in operating costs. They 
further submit that there is no justification for treating grain, 
grain products and hay preferentially or for giving special and 
preferred advantage to the territory covered by the order in this 
cause, and that the measure of reduction recently ordered by 
this Honorable Commission can not be extended to the other 
products of agriculture or throughout the country without seri- 
ous injury, injustice and hardship to the transportation industry.” 

This proposal is made by the carriers, the application points 
out, for the purpose of aiding in the economic readjustment and 
relieving the “serious economic distress” of the agricultural in- 
dustry, despite the fact the financial condition of the railroads 
does not warrant such a move. 

“The net operating income of the railroads in 1920 amounted 
to $62,000,000 as against a normal in other years of more than 
$900,000,000,” the application says, “and even this amount of 
$62,000,000 included back mail pay received from the govern- 
ment for prior years of approximately $64,000,000, thus showing, 
when the operations of that year alone are considered, an actual 
deficit before making any allowance for either interest or divi- 
dends.” Interest requirements alone for 1920 amounted to ap- 
proximately $475,000,000, the application says. 

For the first nine months this year, the net operating in- 
come of the carriers was $391,384,719, which was only 2.9 per 
cent of the value of their properties as tentatively fixed by the 
Commission for rate making purposes. The application added: 

“The foregoing were the operating results notwithstanding 
the fact that the carriers as a whole were compelled to reduce 
their expenditures for maintenance of way and equipment for ihe 
said nine months’ period $426,793,121 below what was expended 
for these purposes during the corresponding period of nine 
months of the previous year. 

“The policy of rigid economy made necessary by these re- 
sults, and the consequent cutting to the bone of the upkeep and 
maintenance of the properties, was at the price of neglecting, 
and for the time deferring, work which must hereafter and in 
the near future he done and paid for. 

“The recent reduction by the Labor Board of wages, esti- 
mated at from 10 to 12 per cent, in no sense meets or solves the 
problem of labor costs, and in no way makes it possible for the 
carriers to afford a reduction in their revenues. 

“Notwithstanding this, however, the carriers have, since 
the rate increase in Ex Parte 74, made many hundreds of thuu- 
sands of reductions in freight rates. These reductions having 
resulted, it is estimated, to a reduction in the carriers’ revenues 
of from 175 millions to 200 millions of dollars a year on the 
basis of normal business. 

“The only practicable method of obtaining relief from these 
excessive labor costs is through an order of the Labor Board, 
which can be rendered only after a hearing of the parties. 

“From the foregoing general outline of the circumstances of 
the carriers it is clearly apparent that, without a substantial 
reduction in costs, the transportation industry is in no condi- 
tion to afford any reduction whatever in its revenues. 

“It is urged that some interest must take the risk of the 
first step to relieve the industrial congestion which is holding 
business back and down, and the railroads are urged to take 
this first step, and to rely upon public opinion to bring about 
promptly the necessary reduction in operating costs, including 
a just reduction in the abnormally high costs of labor. 

“The demand for reduction in rates is thus based on 
economic considerations, and if yielded to either by the carriers 
voluntarily or by this Honorable Commission, the effect shou!d 
be made to work out a method that will bring the maximum 
relief to the industry which is suffering most from economi: 
hardship and depression.” 

The carriers point out that “the problem is to find a means 
of aiding in a vast economic readjustment, and to relieve serious 
economic distress—not as a right, but as a matter of high and 
wise expediency and in a way that will best promote the public 
welfare.” 

“Your petitioners, however, submit that, if there is to be 
a reduction in rates for the benefit of agriculture, there seems 
little justification for confining such reductions to rates on 
grain, grain products and hay, or to any particular section of 
the country. The economic reasons in favor of reductions apply 
with equal force to other products of the farm and to other 
territorial sections. The demand on the part of the agricultural 
public for a reduction in freight rates is not confined to the 
commodities covered by this proceeding and is not confined to 
the Western District. The Commission and the carriers have 
been, or will be, confronted by the necessity of meeting the de- 
mand for a wider application among agricultural products of 
proposed reductions and for a more extensive territorial appli- 
cation of them. It is not apparent how this demand can be sue- 
cessfully distinguished from the action taken by the Commis- 
sion in this cause, and yet a general application of the scale 
of reductions ordered in this case to other agricultural products 
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and to other territories of production, would involve a loss of 
revenue to the carriers which would seriously impair their 
capacity to perform their public obligations.” 

Western Grain Case Order 


The Commission, in No. 12929, interstate rates on grain, 
grain products and hay, between points in western and Mountain 


‘Pacific groups, November 21 issued an order directing the cay. 


riers to make effective on not less than five days’ notice on or 
before December 27 the rates advised by it in its report in that 
case. The issuance of the order was voted the afternoon of 
November 19 because the carriers had not complied with the 
advice to make the reduction. 

This order does not necessarily mean that, when the Com. 
mission has had an opportunity to consider the application for 
reopening of the case prepared by the carriers in connection 
with their 10 per cent reduction program, substitution of 10 per 
cent reduction will not be made for the rates commanded jn 
this order. There is an impression that this action by the Com. 
mission may be a pro-forma order to be used in making an un. 
derstandable record. 

Issuance of an order in the western grain rate case, when 
the carriers failed to file tariffs in accordance with the advice, 
is the only thing the Commission could have done, it has been 
pointed out by those who appreciate the technicalities of the 
situation, even if there were more than a moral certainty that 
the Commission intended to allow the carriers to substitute 
the general ten per cent advance for the one first advised and 
now ordered. That was so notwithstanding the fact that the 
carriers had prepared for filing a petition for reopening, with 
a view to having the Commission permit the substitution. It 
has been pointed out that, in the absence of an order requiring 
the carriers to establish the rates, argument on a petition to 
reopen the case could be brought to an awkward stop by a 
suggestion from the bench that, inasmuch as no order had been 
issuéd, the carriers were merely asking the Commission to 
change an opinion that had not been translated into an order. 

The order in the case is dated November 21. It is known, 
however, that the matter was discussed and it was practically 
decided that an order should issue the day it became certain 
that not one of the carriers would comply with the expectations 
the Commission held at the time it put out its report in the 
case. Another fact in the matter is that the petition for re 
opening will bear a date subsequent to November 21, although 
it was prepared and ready for official filing within forty-eight 
hours after the railroad executives announced their program 
for a ten per cent general reduction. The filing date will be 
after November 21, so that the issuance of the order cannot be 
quoted as having disposed of the matter. Had it been filed, offi- 
cially, before the issuance of the order the implication might 
be drawn that the Commission had considered the subject from 
the angle created by the application for reconsideration, and 
denied reconsideration. 

Promulgation of the order did not change facts on which 
was based the conviction, that became general among well- 
informed men immediately after the rail executives adopted 
and announced their plan for making a general reduction of 
ten per cent in the rates on agricultural products, that, in the 
end, the Commission would permit the substitution of the ten 
per cent general reduction in the whole agricultural list for the 
reductions first advised and then ordered in the West. 

It would not be an orderly process for the Commission to 
change its position in the western grain or any other formal case 
without giving those interested in it an opportunity to be heard 
and to have that hearing on the basis of an order directing that 
something definite be done by a given time. Such a hearing 
could not be had unless there was an order on which an applica- 
tion for reconsideration and the arguments made for and against 
it could rest. 

The Commission could not allow the substitution of the ten 
per cent general reduction for the somewhat higher reduction 1 
the west, such as it is believed will ultimately be permitted, with- 
opt an adequate record. The impression existing immediately 
after the announcement of the program of the executives that 
the substitution would be permitted, rested and still rests largely 
on the understanding that the interests that brought the western 
grain case were favorably inclined in that direction; in other 
words, that the national organizations representing farm inter- 
ests think it would be better for the country to have a ten per 
cent reduction over the whole country on all agricultural prod- 
ucts than to insist on a downward revision on grain, grain prod 
ucts, hay and straw only in the western and mountain-Pacific 
groups. ; 

The necessity for having a record on which to proceed, if 
there is a possibility of substitution, is pointed out in a pulletin 
on the western grain and hay case, issued by John E. Benton, 
general solicitor for the National Association of Railway a0 
Utilities Commissioners, under date of November 19, the day 02 
which the carriers would have had to have their tariffs on file, 
had they intended to obey the advice in that case. 

In -his bulletin Mr. Benton said: 


The carriers have not yet filed tariffs to put into effect rates - 
judged reasonable by the Commission in its report. While no punile 
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ncement explicitly touching this matter has been made by the 
anmeatives, I understand it is their intention to file tariffs putting into 
effect reductions of 10 per cent instead of fully complying with the 
decision of the Commission. On the 17th instant a public statement 
was issued by the railway executives, which all of the commissions 
doubtless noticed in Associated Press dispatches that day, stating 
that they would put into effect the 10 per cent reduction upon rates 
on various specified farm products, including hay and grain, and that 
they would file a motion for rehearing in the hay and grain case. It 
jg not perhaps strange that in various quarters the conclusion was 
drawn that_this announcement implied some understanding with the 
Interstate Commerce Commission to the effect that the 10 per cent 
reduction proposed might be substituted for the reductions adjudged 
reasonable by the Commission in its decision in the hay and grain 
ease. Nevertheless, I am_unable to obtain any information confirm- 
atory of this view. The Commisson’s decision in that case stands, so 
far as I have been able to ascertain,, and in view of the explicit 
statement therein contained, that the Commission expects the reduc- 
tions therein found reasonable to be put into effect not later than 
November 20, and that ‘‘an order will be entered * * if that 
becomes necessary,” I assume that an order will be made if the 
carriers disregard the Commission’s decision in the manner indicated. 
It would be entirely contrary to the practice of the federal commission, 
and contrary to all orderly practice before any tribunal, if a decision, 
made in a litigated case, should be changed otherwise than by proper 
proceedings for revision or review, in which all parties would be fully 
heard. To repeat, I have no idea that the announcement of the rail- 
way executives or any disregard by them of the adjudication, should 
be taken as indicating that this will happen. 


The Ten Per Cent Reduction 

It was the hope of the railroad traffic and tariff men at the 
beginning of this week to be able, by the end thereof, to present 
to the traffic and tariff men of the Commission a complete 
scheme for effecting changes in the tariffs that would give the 
reduced agricultural products rates not later than December 
10. It was admitted that it would be a hard task, because only 
those rates that were increased August 26, 1920, but which have 
not been decreased since then to the extent of ten per cent are 
to be touched. Those that have been reduced five per cent, for 
instance, are not to be decreased five per cent more, but by a 
sum, which, when added to the prior reduction, will be equal 
to a reduction of ten per cent of the rate made operative August 
96. No change will be made in rates that have been decreased 
more than ten per cent. That assertion is made on the under- 
standing obtained by Director Hardie from talks with the rail- 
road traffic men. At the time he obtained that understanding 
the railroad men had not devised their plans for putting the 
reductions into effect. Of course, the sixth section applications 
which the carriers file will be the only disclosure of their plans 
and intentions on which positive assertions can be based; but 
it was understood that the railroad men had not even thought 
of asking for permission to make any increases. In other words, 
the program agreed on provides for revision in only one direz- 
tion, downward. Should any effort be made for revision up- 
ward in connection with the program adopted November 16, it 
will not be for the sake of upward revision but to meet a situa- 
tion that could not be foreseen at the time the program was 
adopted and could not now be handled in any way other than by 
upward revision. 


The tariffs filed to bring about the reduction on agricultural 
products will put the files of the Commission into the most 
complicated condition they have ever been. The special blanket 
supplements authorized in Ex Parte No. 74 have not yet disap- 
peared from the files. The railroads, under the permission given 
in that case, will have four months more for getting rid of the 
tariffs not in compliance with the forms prescribed by the Com- 
mission’s tariff filing rules. It is true that the Commission 
could amend its rules governing the disposition of Ex Parte 
No. 74 supplements, but amending the rules would not make 
it possible for the tariff men to perform any more physical labor. 
They have been working at top speed for more than a year trying 
to get rid of the blanket supplements issued then, but. they have 
not been able to do what they should in getting rid of them 
and keep up their current work. 


REDUCTION ON TOBACCO 


A typographical error in the resolutions adopted by the Asso- 
ciation of Railway Executives (Traffic World, November 18, p. 
1045) made them say that the 10 per cent reduction would apply 
on “manufactured” tobacco. The reduction will apply on unman- 
a tobacco—that is, tobacco in the form in which it leaves 
the farm. 





SALE OF EQUIPMENT CERTIFICATES 
Director-General Davis has announced that he has, with the 
consent of the President, confirmed additional sales, at par plus 
accrued interest, of railroad equipment trust certificates held 
by the government, as follows: 


To Salomon Brothers & Hutzler and Kidder, Peabody & Co.: 
Louisville & Nashville, 1925 to 1927, inclusive................ $2,111,700 
Great Northern, 1925 to 1927, inclusive..............eceeeeees 858,900 
Illinois Central, 1926 tO TST, IWMCTBVG. ..cccswcncwceseeoosnees 1,941,300 

Total amount. of these SHES 186.066.600.000 000.0sseeeiwsarets $4,911,900 


_ The sales were arranged by Eugene Meyer, Jr., managing 
director of the War Finance Corporation. 

Total amount of equipment trust certificates sold by the gov- 
ffament to date, at par plus accrued interest, is $114,250,700. 


THE TRAFFIC WORLD 





1097 
FUNDING BILL UNNECESSARY 


The Trafic World Washington Bureau 


President Harding became resigned this week to the inac- 
tivity of the Senate on the railroad funding bill. It was learned 
at the White House November 22, at the President’s conference 
with representatives of the press, that the view of the adminis- 
tration now was that it did not make much difference whether 
or not the railroad bill was put through and that Congress could 
now take its time on that measure. 

The improvement in the money market, it was said, will 
make it unnecessary for the bill to be passed in the near future 
in order to enable the Railroad Administration to go forward 
with its settlements with the railroads, and it is within the 
range of possibilities that it will not be pressed for passage at 
the next session of Congress. 

The Railroad Administration has something over $200,000,- 
000 in railroad securities now on hand, which it may sell and 
then use the proceeds for settlements with the roads. Through 
Eugene Meyer, Jr., managing director of the War Finance Cor- 
poration, who has acted unofficially, the Railroad Administra- 
tion has sold a little over $100,000,000 of securities to date. 

The funding bill was drawn at a time when the money mar- 
ket was such that the Railroad Administration could not sell 
its securities on the open market. Therefore, because it was 
deemed inexpedient to ask Congress for a direct appropriation 
of at least two hundred million dollars, the scheme was worked 
out whereby the War Finance Corporation could buy railroad 
securities from the Railroad Administration. The plan was to 
have the Corporation put up the money for the securities and 
then, when the money market improved, reimburse its treasury 
by the sale of the securities. 

So many amendments embodying provisions foreign to the 
provisions of the funding bill and designed to serve some special 
purpose of this or that senator have been offered that it is 
not believed that the bill will be brought to a final vote. 

The Railroad Administration may finance its settlements 
with the railroads indefinitely by the sale of securities received 
from the railroads. Securities taken in evidence of funding of 
carriers’ indebtedness to the government for additions and bei- 
terments during fedeal control may be sold, and the money 
used in effecting settlements. 


Senator Cummins, chairman of the Senate committee on 
interstate commerce, when advised that President Harding had 
taken the position that it did not make so much difference now 
what Congress did with the railroad funding bill, was not as 
optimistic as the President was reported to be. 


Passage by Congress of the revenue bill carrying the pro- 
vision for imposition of a 50 per cent surtax on incomes was 
regarded by the senator as a reason why the government would 
find it difficult to make additional sales of railroad securities. 
That was the reason advanced against the imposition of such 
a surtax by Eugene Meyer, Jr., managing director of the War 
Finance Corporation. 

However, in other government circles interested in the situa- 
tion, the view was expressed that the Railroad Administration 
could continue making settlements with the railroads and fund 
indebtedness of the carriers to the government to a limited ex- 
tent, and could finance these operations by the sale of additional 
railroad securities now held or to be acquired as the result of 
funding. 


It is held by officials of the Railroad Administration that 
securities which may be taken as evidence of carriers’ indebted- 
ness may be sold to the public at par just as the equipment 
trust certificates have been sold. It is pointed out that all that 
the funding bill would have accomplished that could not have 
been accomplished without additional law was the authorization 
for the War Finance Corporation to buy the securities. 


Another phase of the situation is that, with easier conditions 
in the money market, the railroads themselves can get money 
in the open market at reasonable rates of interest and be re- 
lieved of the necessity of seeking aid from the government 
through a general program of funding. If nothing further is done 
with the funding bill, it is not regarded as likely that as much 
funding will be done as would have been done if the bill had 
been passed. In other words, those roads that are in position 
to stand deductions on account of their indebtedness to the gov- 
ernment will not have their indebtedness funded. The following 
of such a program will enable the government to clean up its 
settlements with the roads with considerably less money than 
would have been required for general funding of carriers’ in- 
debtedness. 

One official, who declined to be quoted, pointed out that the 
possible abandonment of the funding bill did not change in the 
least the justice of the proposal of the government to fund gen- 
erally the carriers’ indebtedness. It was pointed out that, while 
if general funding were not followed the government could make 
the settlements with less money, the railroads would be paying 
in cash for additions and betterments made during general con- 
trol. As to that phase of the situation, it was said the need for 
the funding bill was just as great as ever. 

In a speech in the House, November 23, Republican House 
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Leader Mondell, reviewing the record of the first session of the 
67th Congress, said with respect to the railroad funding bill: 


The bill for the amendment of the transportation act of 1920 
to enable the War Finance Corporation to handle the securities placed 
in the hands of the government by the railroads in connection with 
the funding, as provided by the transportation act, of a portion of 
the sums due the government from the railroads on account of ex- 
penditures for betterments and equipment during the period of federal 
control is one of the most useful and helpful measures which has been 
considered by the Congress. Under this bill railroad securities that 
would otherwise lie in the treasury unproductive, except for the inter- 
est rate they carry, would be placed in the hands of the investing 
public, and the money thus secured could be utilized for the purpose of 
meeting federal obligations to the railroads and otherwise. 

Those who have studied the questions involved in this legislation 
are of the opinion that the funding of a considerable portion of the 
sums due the government by the railroads on account of betterments 
and equipment and the sale by the War Finance Corporation of the 
securities thus placed in the hands of the government will greatly 
improve the business situation throughout the country by relieving 
the railroads from the necessity of making large payments on capital 
account out of current revenues, and thus leave them in a position to 


pay other bills for supplies and equipment, many of which are now 
overdue. 


The relief of the situation thus provided will also place the rail- 
roads in a financial condition in which it will be possible to bring about 
a reduction in freight and passenger rates much more speedily than 
otherwise would be possible. It is to be hoped that we are nearing 
conditions where a reduction of rates would within a reasonable time 
be followed by an increase of business that would more than make up 
for the losses that would result from the rate reduction. It is true, 
however, that the roads could not weather even a temporary period 
of reduced revenues if they are to be compelled to meet and pay im- 
mediately out of earnings their obligations to the government for 
expenditures which are properly chargeable to capital account. It is im- 
portant, therefore, that the relief this bill proposes be provided in the 
interests of all the people who are anxious for rate reductions. 

If the operations which the bill authorizes the War Finance Cor- 
poration to undertake prove successful, the measure will be highly 
beneficial to the railroads and through them to those from whom they 
buy supplies, and it will also prove a boon by increasing the available 
cash in the treasury. 


TRANSCONTINENTAL RATE HEARING 


In yielding for cross-examination, at the beginning of the 
afternoon session of the hearing on Countiss’ westbound fourth 
section applications, in Chicago, November 18, Paul P. Hastings, 
member of the standing rate committee of the Transcontinental 
Freight Bureau, said that it was his intention to accompany 
the examiner throughout the entire trip and that he was willing 
to stand questioning at any time and place. Examiner Disque 
suggested that only those who would not be present at other 
hearings question Mr. Hastings in Chicago because the time 
was short. He also ruled that the applications covering import 
green coffee from New York, Louisiana and Texas to the Pacific 
coast; import sisal and ixtle from Louisiana and Texas to the 
same destinations; and sulphur from Louisiana to the Pacific 
ports, would not be gone into at the Chicago sessions. 


Karl Knox Gartner, attorney for the Intermediate Rate Asso- 
ciation, asked and received permission to put some general 
questions; he said that cross-examination on specific items would 
be reserved until subsequent hearings. He asked a number of 
questions about the make-up of the Transcontinental Freight 
Bureau and its standing rate committee, and the details of the 
meetings and transactions which preceded the filing of the ap- 
plication. The witness admitted that the suggestion had origi- 
nated among the nine main transcontinental railroads, and that 
some of the other lines, notably those in the South and South- 
east, had not as yet concurred and that their attitude on the 
proposed rates would not be known until permission to file tar- 
iffs in their behalf was asked by the Transcontinental Bureau. 


Mr. Gartner pressed the point that many eastern lines 
would get less revenue on specified commodities moving to 
connections at Chicago under the proposed rates than they now 
get for hauling the same commodity to the Atlantic ports for 
transshipment. He cited examples, among which was the Penn- 
sylvania’s movement on certain iron and steel articles from 
Bethlehem to Philadelphia, for water shipment, a distance of 
50 miles, for 21 cents. This he compared with the proposed 
rate of 90 cents from Bethlehem to the Pacific coast, which, un- 
der the flat 25 per cent division rule now effective for Official 


Classification lines, would yield 22%% cents for a haul of 800 
miles. 


Another thing pointed out by Gartner in his questions was 
that the divisions were based on the rates to the Pacific coast 
even on goods moving to intermediate territory. On a 90-cent 
proposed rate from Pittsburg to San Francisco, for example, he 
said that the 15 per cent division allowed for the haul east of 
Chicago was 14 cents, and this division of 14 cents was also 


applied on steel articles moving to intermediate territory on 
rates as high as $1.66%4. 


Mr. Hastings, in answer to all these divisional queries, ad- 
mitted that divisions generally on transcontinental traffic were 
“in a chaotic state,” saying that on some of the items of the 
application, notably cotton piece goods, the eastern carriers 
received the full local rate into Chicago. He said that efforts 
were being made to secure the services of the former chairman 
of the Commission, Mr. Clark, to arbitrate the matter. Mr. 
Gartner suggested that it might have been fairer to submit the 
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matter of divisions to the Commission along with the four 
section application. 

Mr. Gartner then shifted his attack to the question of the 
reasonableness of the rates proposed. He asked how, if the 
carriers contended that a 90-cent rate was compensatory for 
transporting iron billets and blooms from New York to San 
Francisco, a rate of $1.83% could be justified on the same 
traffic to Reno, Phoenix or Spokane. 

“We have even lower rates than that,’ said the Witness, 
“There is an export rate from Pittsburgh to the Pacific coag; 
on pig iron of only 69 cents. We consider that rate to be about 
bed-rock. But there are lots more things represented in the 
intermediate rate than the out-of-pocket cost and profit. Before 
these hearings are over we shall present cost experts who wil 
show that the idea of everything over the out-of-pocket og; 
being profit is all wrong.” 

Mr. Hastings explained a statement made during the hear. 
ing on the eastbound sugar application, to the effect that there 
were more empty cars moving eastbound than westbound, by 
saying that the statement had referred only to box cars and 
that the empty movement had been seasonal. “As a matter of 
fact,” he added, “there are more empty refrigerator cars moving 
westbound.” 

C. G. Hylander, traffic manager for the William Wrigley 
Company, spoke in favor of the application. He said that if jt 
were not granted his company would begin shipping chewing 
gum from its Brooklyn plant via water to the Pacific coast 
instead of all-rail from Chicago, via which route, he said, 3,000- 
000 pounds had moved last year. ‘We cannot afford to meet 
the price of our seaboard competitors with our Chicago product 
if we must keep on paying the present $3.56%4 rate from Chi- 
cago to the Pacific ports,” he said. 

H. B. Hunter, traffic manager for the Stone-Ordean-Wells 
Company of Duluth, operating grocery jobbing houses in Mon- 
tant, asked for the blanketing east of the proposed Pacific ter- 
minal rate on canned goods as far as Butte, so that his firm 
could meet the competition of Portland in the Montana market. 
He said that if the carriers were to apply the terminal rates 
as he proposed they would lose no revenue, because the rates 
as contained in the application were based on a 60,000-pound 
minimum, whereas shipments were now being made on a 40,000- 
pound minimum. In addition to showing that the proposed rate 
would result in larger car earnings for the carriers, an exhibit 
entered by Mr. Hunter showed that the ton-mile earnings would 
also be increased. This result, it was pointed out, was arrived 
at through errors in calculation. 

E. H. Draper, appearing for the Nebraska Canners’ Associa- 
tion, said that he approved of the application so far as it went. 
He suggested, however, that since the California canners had 
a $1.05 rate into Iowa, the transcontinental carriers apply 
for a similar rate over the same distance westbound, instead 
of the $1.15 rate proposed. He said, in addition, he beleved 
this rate should be blanketed back over the jobbing points in 
the vicinity of the coast that now enjoy the low rate eastbound. 

“The canned goods rate adjustment is very unfair at pres- 
ent,” he said. “When we ship our vegetables west the freight 
amounts on an average to 35 per cent of the value of the goods, 
while, when the Californians ship fancy canned fruit east their 
freight only averages between 8 and 10 per cent of the value 
of the shipment. 

“Of course, the business depression has hit us. But I think 
the greatest factor in the present state of our business is the 
high freight rates we have to pay. Our association comprises 
61 canneries. Of these, 28 are shut down and the remainder 
are running between 50 and 60 per cent of capacity.” 


Charles W. Mittendorf, appearing for the Hutchinson Cham- 
ber of Commerce and the Wichita Board of Commerce, insisted 
that if the rates proposed by the carriers were reasonable and 
compensatory for hauls clear to the Pacific coast, a rate pro- 
portionate to the distance, or about 60 per cent, ought properly 
be assessed to interior Kansas. 

“We believe that the location of a community on the sea 
coast is a natural advantage which should be taken into com 
sideration when fixing a rate,” he said. “We believe, also, that 
geographical location at a certain distance as compared to 4 
greater distance is a natural advantage. And in the present 
instance we feel that the advantage of 1,500 miles in distance 
just about balances the advantage of a seaboard location.” | 

The cost figures, which had been promised by the carriers 
several times in the earlier stages of the hearing, were Pre 
sented, November 19, by L. E. Wettling, manager of the statis: 
tical bureau of the western lines. The purpose of the exhibit 
in which they were contained was to show that the carriers 
would be getting more than the cost of moving the traffic they 
might capture under the proposed rates, if the application was 
allowed by the Commission. In compiling these figures al 
presenting them the carriers used a new phrase to express the 
result shown, which they said was not the “out-of-pocket cost, 
about which much had been said, but the “fair cost for added 
traffic.” 

Mr. Wettling in compiling these figures used the total opel 
ating costs on all class 1 roads for 1920, which he adjusted 50 
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qs to allow for the wage advances of July, 1920, and the reduc- 
tions of July, 1921. Of this adjusted amount he allowed 75.22 
per cent, or $4,163,460,524, for freight traffic, which amount he 
spread over the 929,718,168,883 gross tons carried one mile dur- 
ing the same period. The result, 4.478 mills per gross ton mile, 
he said, compared favorably with the actual figures for the ten 
months ending September 1, 1920, and for the month of July, 
1921. The next step in the witness’ calculations was to ascer- 
tain how much a fair cost for added traffic was. For this he 
added 33144 per cent of the maintenance of way expense, ihe 
other two-thirds of which he said was caused by the elements 
and was in no wise proportionate to the tonnage carried, 80 per 
cent of the cost for maintenance of equipment, and 18.561 per 
cent of the transportation expense in the case of added tonnage 
not requiring added train miles. For added tonnage requiring 
added train miles he added 64,883 per cent of the transporta- 
tion expense. Separate calculations were then made for traffic 
requiring a 25 per cent empty haul and traffic requiring no 
empty haul. 

Based on the first premise, Mr. Wettling placed the cost 
per gross ton mile for hauling the added traffic at 2.689 mills. 
For traffic not requiring an empty haul his cost was 1.656 mills. 
These expenses were then used in figuring the cost of hauling 
the added traffic for distances ranging from 2,200 to 3,300 miles, 
for traffic requiring added train miles and that on which no 
added train miles were required, and on carload minima from 
40,000 to 80,000 pounds. The lowest result was, for 100 pounds 
of added freight hauled in a minimum carload of 80,000 pounds 
not requiring added train miles or an empty haul, from Chicago 
to San Francisco, 28.77 cents. The highest was for 100 pounds 
ina car with a minimum of 40,000 pounds, requiring added train 
miles and a 25 per cent empty haul, from New York to San 
Francisco, $1.0729. The fair average cost, according to Mr. 
Wettling, was about midway between those two figures. 

Mr. Gartner and Mr. Lyon did not accept the figures and 
cross-examined the witness at great length as to their basis. 
The witness admitted that he had not included in his original 
total operating costs for class 1 roads any allowance for joint 
facility rentals, hire of equipment, tax accruals, and interest on 
funded and unfunded debts. These aggregated, he said, approx- 
imately $890,000,000. “But,” he added, “it would be just as 
logical to add the 6 per cent dividend that the law says we shall 
make to the operating costs as to add these items. To whatever 
extent the added traffic may pay more than the cost of the 
items I have included in my exhibit, by just so much will it re- 
duce the burden which the other traffic has to bear.” 


“Suppose, however,” said Mr. Gartner, “that the tonnage 
moving under the proposed rates should increase enormously in 


the next ten years. Would that not place an added burden on 
the traffic now moving?” 


“Well,” said the witness, “we cannot be sure about the vol- 


ume we will move. The boat lines will probably not let us get 
i au.” 


Mr. Gartner also objected to the use of an added expense 
for maintenance of way and structures only 33% per cent as 
much as that used on general traffic. Mr. Wettling pointed out 
that the terminal expense compared to the mileage was much 
less on transcontinental than on general traffic. This, however, 
evoked a protest. It was pointed out that a train moving from 
Chicago to San Francisco had to pass through 22 division points, 
at each one of which it might be broken up and re-made. 

“Surely,” broke in Mr. Wood, attorney for the carriers, “you 
gentlemen aren’t taking exception to the principle that a long 
haul costs less per mile than a short haul.” 


“We do not concede that to be a principle,’ answered Mr. 
Gartner. “That the mere announcement of a principle by the 
Interstate Commerce Commission or any other body makes it 
80 has no standing in law or logic.” 


Several shippers’ representatives appeared in support of the 
application. Edward A. Lavelle, of the Chicago Piano Manu- 
facturers’ Association, said that a continuance of the present 
tate from the central west to the Pacific Coast would drive the 
Plano makers in his association out of that territory. He said 
that, although there were rail-and-water routes open at lower 
rates, they could not be used because of the delay and because 
the susceptibility of pianos to damage by salt air made it de- 
sirable to ship by rail. 

Robert Hula, assistant traffic manager of the Steel & Tube 

ompany of America, spoke for twelve steel mills in the Chi- 
cago district. He said that, although the steel corporation of 
Which three of these mills were subsidiaries operated a line of 
its Own through the Panama canal, a reasonable rail rate was 
desired so that they could use the all-rail route if they so de- 
sired. He spoke of the practice of the steamship lines of cut- 
ting rates below the conference level, saying that in many in- 
stances his companies had been offered rates as much as 25 
ber cent below the agreed rate. 

J. A. Brough, traffic manager for Crane & Company, also 
Spoke for the proposed rates. He said that his company had 
hot been able to hold its own in the Pacific Coast trade on ac- 
Count of the 100 per cent difference in the rate via water from 
the Atlantic ports and the all-rail rate from Chicago. 

H. S. Welton, traffic manager for the Victor Chemical 


THE TRAFFIC WORLD 


1099 


Works, asked for the proposed rate on phosphate of lime. He 
suggested that, in addition to the $1.40 rate carried in the ap- 
plication, a rate slightly higher be proposed on mixed car-loads 
of phosphate of lime and other baking-powder ingredients. 


TRANSCONTINENTAL LUMBER RATES 


The Trafic World Washington Bureau 


A schedule of tanscontinental joint rates on lumber and 
other forest products applicable from the California, North Pa- 
cific and Inland Empire mills to destinations east of the Indi- 
ana-Illinois line will be filed to become operative about Decem- 
ber 6. The Commission has given sixth section permission (No. 
55795), authorizing Countiss to make such a schedule operative 
ou ten days’ notice. The new rates will be ten cents higher 
than those in effect August 25, 1920. In other words, a large 
part of the advance authorized by Ex Parte No. 74 will be re- 
moved. 

This schedule will be the sign of peace and harmony be- 
tween the transcontinental carriers on the one hand and those 
in Central Freight, Eastern- Trunk Line, and New England ter- 
ritories on the other. They have been wrangling over the rates 
to be put into effect for the last six or eight months. The 
transcontinental roads, in the Spring, reduced rates to Chicago 
seven cents per 100 pounds. They did not do that openly but 
said they were adjusting rates via various gateways, so the first 
reports did not tell the full story that they had decided that 
their interest required them to forego some of the revenue, 
that, theoretically, was awarded to them in Ex Parte No. 74. 
In his memorandum, Countiss said that at last the Central and 
Trunk Line territories had come to a conclusion as to what they 
could do in the way of concession so that joint rates might be 
made to displace the higher rates made by combination on 
Chicago. 

The Commission issued the permission on the distinct un- 
derstanding that there should be no fourth section departures. 
Coincident with the filing of an application for permission to 
publish the joint rates on less than the statutory notice the car- 
riers filed an application for permission to make rates to the 
western part of the Detroit-Cincinnati group that would not be in 
line with the aggregate of intermediate rates part of the fourth 
section. The Commission denied that application, holding, in ef- 
fect, that there had been no showing that insuperable difficulties 
would be encountered in making rates in compliance with that 
part of the fourth section. 


Under the permission granted, the carriers will make rates 
on cedar lumber and shingles from the California, north Pacific 
and Inland Empire groups, the latter described as the Spokane- 
Oregon-Montana group, to New England and New York of 103.5 
and 100.5 cents; and on fir and other lumber of 90 and 87 cents; 
to the Buffalo-Pittsburgh group of 102 and 99 cents on cedar, 
and 88.5 and 85.5 cents on fir and other lumber; 98.5 and 95.5 
cents on cedar, and 85 and 82 cents on other lumber to Detroit, 
Cincinnati and Indianapolis. 

Less interest has been shown in the rates, in cents per 100 
pounds, from the west to the east, than in the efforts that are 
expected to be made by the southern lumbermen to persuade 
the carriers to make rates from their mills to the north and 
east. When the Ex Parte No. 74 rates went into effect, the 
advantage of the southern mills was increased in comparison 
with the far western lumbermen. They were the short haul 
shippers even before those increases were made so the percent- 
age advances helped them to a larger share of the market. The 
competition of the northern mills became stronger, but the 
inability of the transcontinental lumberman to reach the eastern 
market left the southern men in stronger position than before. 
But the same advances put the southern hardwood men at a 
greater disadvantage than before August 26. They were the 
long haul men, so far as hardwood lumber was concerned. Per- 
centage advances put them so far away from centers of con- 
sumption that they told the Commission, in the recent hearing 
on their case, that they could not afford to ship. They cited 
instances in which the freight rate, on the lower grades of hard- 
wood, ate up all the proceeds from shipments, ér so nearly did 
that that the man who had done the shipping had left less than 
the price, for a carload, of a. good dinner in New York or 
Washington, the points to whick they had to go with their peti- 
tions for relief. Ever since that hearing it has been regarded 
as a foregone conclusion that the Commission would give them 
relief, although it was admitted that the most obvious form 
might lead to almost as much trouble as Pandora caused when 
she opened the box. That obvious remedy would be the making 
of rates on hardwood lower than those on soft. Such a scheme 
of rate-making, however, would indicate the fundamental tenet 
of rate-making in that it would give lower rates on articles of 
greater value than on articles of lower value, of the same 
general description, and, in many instances, of competitive 
uses. 
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LUMBER PENALTY CHARGE 


The Traffic World Washington Bureau 


Attorneys for the hostile factions of the lumber industry 
have filed briefs in I. & S. No. 1421, in which the Commission 
suspended tariffs canceling the penalty charge on lumber held 
for reconsignment. Extreme statements characterize the pro- 
ductions of the lawyers, counsel reflecting to a considerable 
extent the heat that has been generated by the friction in the 
industry. The American Wholesale Lumber Association repre- 
sents the so-called transit section of the industry and the Nationa 
Retail Lumber Dealers Association the other faction. Briefs were 
filed in their names. 

In the brief for the so-called transit men, Joseph E. Davies, 
Franklin D. Jones and Edward A. Haid took the position that 
prescription or infliction of penalties is beyond the power of the 
Commission. They held that the prescription of penalties is a 
legislative function, while the power to inflict a penalty so pre- 
scribed is vested by law in the District courts of the United State, 
They went even farther and contended that the infliction of 
$10 a day penalty deprives shippers of their property without 
due process of law, being confiscatory and arbitrary in nature 
and affording shippers no hearing before a proper tribunal. A 
further contention by them was that the Commission had no 
power to suspend the cancellation tariffs, because they provide 
no new rate, fare, classification, charge or regulations, as required 
by law as a condition precedent te suspension. 

Speaking on a point other than law, they said that a con- 
tinuance of the $10 a day penalty by the carriers would be un- 
reasonable, and would not only be a breach of faith on the part 
of the carriers, the reason for its imposition having vanished, 
but would subject shippers to an unlawful discrimination and 
prejudice in that the penalty is greater than the charge made for 
the holding of cars for loading, unloading or for other purposes. 
They said that whenever a car is detained. whether by the ship- 
per, the reconsignor, the consignee or the carrier, the shipping 
public is deprived of the use of that car. They said that that 
conclusion was admitted by the witness for the American Railway 
Association. That witness, they said, admitted that there was 
no service at all for the $10 a day and that the exaction was 
solely a penalty. 


The inability of the manufacturer to load at the loading 
point, the inability of the reconsignor to give his reconsigning 
instructions at the reconsignment point, the retailer to unload 
at the unloading point, are each due to the exigencies of their 
business, the attorneys said, which the carrier, in the efficient 
conduct of transportation, should recognize. Certainly, they said, 
one shipper should not be penalized because of conditions beyond 
his control more than any other shipper. The holding of cars 
at reconsigning points, they insisted, was insignificant as con- 
trasted with the holding for loading and unloading. That fact, 
they said, was shown by reports from the carriers under the 
Commission’s special report series circular No. 30, for September, 
1917, October, 1918, and November, 1919, when compared with the 
exhibit prepared by the transit man. That shows that in those 
three months 350,629 cars were held for purposes other than 
reconsigning, while only 7,505 cars of lumber were held for recon- 
signment. Moreover, they claimed, they had shown in formal 
docket No. 11818 that the figures of the carriers as the number 
of cars of lumber held for reconsignment through fault of the 
shipper was grossly in error. 


In their brief for the National Retail Lumber Dealers’ Asso- 
ciation, George N. Brown, L. C. Boyle and A. G. T. Moore for the 
Southern Pine Association, said that no case had come to the 
Commission recently that had involved a more important trans- 
portation principle than presented in this case. 


“The holding of car of lumber at so-called transit points,” 
they said, “congests those points and presents a serious obstacle 
to the free movement of lumber throughout the country. The 
record also shows that the practice of holding cars by lumber 
shippers who used the facilities of the carriers to enable them to 
speculate on the market, has been growing until it has reached 
the point whert it is a positive menace to efficiency of handling 
their lumber traffic generally. It is ndt possible to embargo ship- 
ments of this character, because the shipment is from the mill 
to a broker or wholesaler who fnay and does use various transit 
points on numerous lines for the conduct of his business. 


“We insist, therefore, that carriers have the right to make 
such charges as will free their terminals and which will insure 
that their cars shall be used for transportation of freight and 
not for storage and sale of the freight. This principle has been 
sustained in numerous decisions of the Commission. If the prin- 
ciple for which we contend is sound, it can make no difference 
in its application whether cars are plenty or there is a shortage 
of cars. The principle announced in Wilson Produce Co. vs. P. R. 
R. Co., 14, I. C. C. 170, has ever since been followed by the Com- 
mission, and has come to be the law in cases where the right of 
a carrier to make a charge for detention of cars is in issue. In 
that case there was not involved a question as to car shortage. 

“The sum and substance of the attempted justification (for 
the elimination of the penalty charge) is that the removal may 
induce a movement of lumber over the rails of the respondents. 
Practically all of the carriers of the country recognize the neces- 
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sity of the maintenance of the penalty charge as a paramount 
rule. Brokers and wholesalers of lumber, who buy lumber at 
the mills and send it on roving commission over the rails of car. 
riers to find buyers, claim the right to hold the cars in transit 
until buyers are found. Over and over again the Commission 
has held that reconsignment confers on shippers no right to holg 
cars indefinitely for purpose of sale or storage. The manner of 
conducting a business from and in cars of carriers exists with 
respect to lumber to a much larger extent than any other com. 
modity that moves in interstate commerce. If, in this case, the 
Commission should permit the proposed cancellations to become 
effective, the wholesalers and brokers engaged in the lumber 
business will at once conclude that official sanction has been 
given to them to hold cars as long as they please in order that 
they might conduct a profitable business. 

“Why should a few carriers, known as “weak sisters” in the 
transportation world, be permitted to cancel out a charge which, 
in the judgment of practically all of the carriers of the country, 
is a necessary and a just charge; and which also has the approval] 
and support of nine-tenths of the lumber shipping interests of 
the country? If these carriers are allowed to do what they pro. 
pose, they become the predominate factor in tearing down a prin. 
ciple that has proved its efficacy in the prompt movement of cars 
in this country.” 

A new phase of the long-drawn-out controversy between the 
transit lumber men, so-called, and that part of the lumber jn. 
dustry which disapproves the habitual users of transit, has been 
put before the Commission in the form of a petition by Frank 
Carnahan, Washington representative of the National Retail 
Lumber Dealers’ Association. He asks that body to investigate 
the tariffs filed by the Wabash, Illinois Central, Chicago & Alton, 
Chicago & Eastern Illinois and Toledo, St. Louis & Western 
offering to hold lumber at junction points without charge for 
reconsignment other than a straight one of $3, regardless of 
when the reconsignment order may be received. 

Until the Wabash filed a tariff of that kind the charges were 
$3, if the order was received before, and $7 if received after 
the arrival of the car at the first billed destination. The higher 
charge was imposed as a mixture of penalty and compensation, 
the penalty being for detention of the car at the first billed 
destination. 

The query raised by Carnahan’s petition is as to whether 
what the railroads have done is not a violation of the Com- 
mission’s decision in the big reconsignment case. In that case 
it said what should be done to avoid abuse of equipment. It 
was a permission given the carriers to do what they proposed 
for the elimination of the abuses. The Commission issued no 
order requiring the railroads to observe the rules and rates 
which they proposed when the shortage of cars was great. 

Tariffs eliminating the distinction between cars for which 
reconsignment orders are received before their arrival at the 
first billed destination and those arriving after were put on the 
files and became operative without protest on the part of those 
opposed to transit and practically free reconsignment. They took 
note, however, of the tariff filed by the Chicago, Peoria & St. 
Louis and had it suspended in I. and S. No. 1421. 

Blame or credit, as the case may be, depending on the point 
of view of the one considering the matter, for this approach 
toward the days of unlimited free reconsignment, is given to the 
Wabash. It is said, however, not to have filed its tariffs until 
after question had been raised as to the legality of a practice 
attributed to it of stopping lumber it knew was being shipped 
by a transit house, short of billed destination, and informing 
the shipper that it was holding the car short of the first des- 
tination for the receipt of reconsignment orders. When the 
question of the legality of that practice was raised, the Wabash 
is said to have decided to issue a tariff offering to hold lumber 
at junctions without charge other than the $3 fee for recon- 
signment. That did away with the $10 a day penalty and the 
charge of $7 for reconsignment after twenty-four hours of free 
time at the first billed destination. 

After that was done other roads, in terms, began eliminating 
the penalty charge and also to provide for reconsignment, re- 
gardless of time of the receipt of the reconsignment orders, at 
the flat charge of $3 a car. 


VALUATION BILL HEARINGS 


The Trafic World Washington Bureaus 


The House committee on interstate and foreign commerce 
decided November 21 to hold no further hearings on the valua- 
tion bill until some time in the next session. S. W. Moore, of 
counsel for the carriers, reviewed the carriers’ objections to the 
proposed legislation. The carriers take the position that if the 
bill becomes law and the Commission is relieved from including 
in its valuation reports estimates of the cost of reproduction of 
carrier lands, the valuation proceedings would be greatly de 
layed because the carriers would carry the matter to the courts. 
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SENATE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


Walter L. Fisher, former secretary of the interior, testify- 
ing for the National Association of Owners of Railroad Secur- 
ities, against repeal of section 15-a or withdrawal of the Shreve- 
port power from the Commission, declared before the committee 
November 18 that he did not believe there was any dissatisfac- 
tion with the transportation act but that the public was dis- 
satisfied with the high rate levels and was “striking in the dark.” 

“This opposition is not a thinking objection to the transpor- 
tation act,” said he. “It is just an unthinking attack. I appeal 
to you not to strike down this rule of rate making in favor of 
a discarded system of making rates by rule of the thumb.” 

Senators Cummins, Poindexter and Fernald were present. 
Just before the committee adjourned for the day, Senator Fre- 
linghuysen came in. 

Senator Cummins agreed with Mr. Fisher that the only 
reason advanced for the repeal of section 15-a was that freight 
rates were too high. 

The witness declared the transportation act provided for 
the placing of railroad securities on a stable basis. He said 
the security owners desired to help the railroads to bring rates 
down by establishing means for the elimination of the middle- 
man’s profit in the sale of securities and by making effective 
economies in operation, which would save hundreds of millions 
of dollars. 

Wages, as the principal item in operating expenses, must 
come down, Mr. Fisher said, but he added they could not be 
brought down with an ax but through readjustment of economic 
conditions. Another way in which operating expenses could be 
cut substantially and thus afford a basis for rate reductions, he 
said, was the grouping and consolidation of railroads, joint use 
of terminals and elimination of duplication in facilities. He said 
unless the costs of operation could be reduced, rates could not 
be reduced unless the deficits were met from the public treasury. 
Even from the standpoint of those who believe only in govern- 
ment ownership lies the solution of the transportation problem, 
he said, the transportation act provided the proper procedure 
for dealing with the roads. 

“If we are going to have government ownership,” said he, 
“let us prepare for it rationally. If we should have government 
ownership tomorrow, we should have to begin along the lines of 
the transportation act.” 

He referred to the provisions relating to the grouping and 
consolidation of roads. If the country had government owner- 
ship, he said, the railroads would have to be operated at cost 
or else the deficit would have to be met from the public treasury. 
He said the latter course was followed during federal control. 

“The claim is that rates must never be higher than the 
traffic will bear,” interjected. Senator Cummins, “further, there 
must be a profit to those who use transportation. That means 
rates must be adjusted so that the shipper will earn a profit— 
that is what is claimed.” 

“It is perfectly true that rates can not and ovght not to 
be greater than the traffic will bear,” said Mr. Fisher. “The 
shipper will not ship if he can not get a return that makes 
it worth his while to ship, and no matter what the Interstate 
Commerce Commission may do in an effort to so adjust rates 
that will yield a certain return, it cannot get around that 
economic law.” 


“Then we come to this impossible situation,” replied the 

chairman. “The shipper doesn’t ship unless he gets a profit. 
The transportation company can’t run if it doesn’t get a fair 
return. If the shipper won’t ship at rates fixed to yield a fair 
— and the railroads won’t operate, what are you going tu 
0?” 
_ Mr. Fisher said if the government were running the roads 
it would build up a surplus to meet such a situation and that the 
same thing must be done under private operation. He said all 
that Congress said in the rate-making section was that rates be 
inaintained on a general level to yield as nearly as may be the 
fair return prescribed. There was bound to be an element of 
uncertainty as to that return, he said. The minute conditions 
resulted in a decline of traffic, he said, rates would have to come 
down because if they did not, the net result would be worse 
than otherwise. He said it was better to have rates come down 
and have business improved than to keep rates up and keep 
business down. 


“If it is true that business won’t maintain transportation, 
there is only one resort left—government ownership and mainte- 
nance of the railroads by taxation,” said Senator Cummins. “T 
have asked a number of farmers if they were willing for Con- 
gress to make an appropriation for the railroads to continue 
slving service. I never found one who was willing to do that.” 

“You have diagnosed the situation correctly,” said Mr. 


Fisher. “The people do not want to support the railroads by 
taxation.” 


The witness referred to the provisions of the rate-making 
Section with respect to division of earnings in excess of 6 per 
cent on the value of the individual carrier’s property and said 
the half above 6 per cent accruing to the government could be 
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used to tide the roads over when the return fell short of a fair 
return. ; 

Unnecessary competition could be eliminated with the result 
that the cost to the public would be greatly reduced, he said. 

Although he said the railroads were reducing rates, he said 
they were doing little to effect large economies in operation and 
referred to the recommendations made to the committee during 
the general railroad inquiry by the security owners to bring 
about more economical operation. 

Mr. Fisher declared the only conclusion that would be 
drawn from repeal by Congress of the rate-making section was 
that Congress believed that a return of 5% or 6 per cent was 
too high. 

“Why assume that?” interrupted Senator Poindexter. ‘“Con- 
gress might want the railroads to earn more than that. The 
railroads got along very well without that provision before the 
iransportation act was passed. Their earnings fell off in bad 
times and went up in good times.” 

Mr. Fisher did not believe that the history of the roads 
justified the latter part of the senator’s statement. He asked 
why the provision should be stricken out, anyway, as the Com- 
mission would prescribe the rate of return after March 1, 1922. 
He said some significance would have to be attached to repeal 
of the provision by Congress, because the demand for the repeal 
came from those who contended rates were too high. He said 
the railroads were not asking that it be repealed because the 
return thereunder was too low. He said if the section were re- 
pealed all the constructive work under the act, dependent on 
the grouping principle, would stop. He said the act should not 
be amended because rates were too high, but that the railway 
executives should do what they agreed to do in New York, 
November 16, and reduce rates. 

“When rates are a deterrent, let’s bring them down,” said 
he. “Give the transportation act a fair trial and permit some 
of the constructive remedies this act makes possible. Then 
go forward with the constructive legislation this association has 
recommended to you.” 

Mr. Fisher said Congress should not enact the Capper bill 
because that would be wiping out the power it has been con- 
ceded the Commission has under the Shreveport doctrine. He 
said the amendment proposed by the state commissions was 
objectionable in that it would reverse the Shreveport doctrine 
and that if enacted into law it would mean that the Commission 
could not touch a state rate unless it were shown that it was 
non-compensatory, regardless of how discriminatory it might be. 
That was not the doctrine of the Shreveport decision, he said. 
He said he believed the state commissions could serve a useful 
purpose as a check on the Interstate Commerce Commission, but 
that when unjust discrimination or an undue burden on inter- 
state commerce existed the Commission should have the power 
to correct it. 

Scandrett Concludes 


H. A. Scandrett, commerce counsel of the Union Pacific, con- 
cluding his testimony, November 19, said approval by Congress 
of either the Capper bill, the Nicholson bill or the amendments 
proposed by Mr. Benton for the state commissions with ref- 
erence to regulation of intrastate rates would mean nullification 
of the Commission’s power under the Shreveport doctrine and 
constitute a backward step in the regulation of rates. 

“Each one of these proposals is very sweeping and involves 
complete reversal of not only the transportation act but also 
of the interstate commerce act before enactment of the trans- 
portation act,” said he. “Each one of these proposals arrives 
at the same goal—to deprive the Interstate Commerce Commis- 
sion of control over discriminatory state rates.” 


The witness showed that under the Capper bill not only 
would absolute control of state. rates be vested in the state 
commissions and the Commission deprived of authority to re- 
move discrimination caused by state rates, but that it would 
wipe out every order made by the Interstate Commerce Com- 
mission under the Shreveport power, either before or after 
enactment of the transportation act. 


“Absolute chaos would result,” he declared. 

“Who is back of the Capper bill?” asked Senator Poindexter, 
who, with Senator Fernald, cenducted the hearing. 

“I do not know,” replied Mr. Scandrett. “There is great 
similarity in language in all of the amendments proposed.” 

Mr. Scandrett said the Nicholson bill was similar to the 
amendments proposed by Mr. Benton, with the exception that 
the Benton proposals went farther than the provisions in the 
Nicholson bill. The effect of these proposals, he said, would 
be to deprive the Commission of the power to touch a state rate 
unless proof were shown that the rate in issue was non-com- 
pensatory or confiscatory. He said when a whole body of state 
rates was in issue it was difficult enough to prove them non- 
compensatory and that the narrower the issue the more difficult 
the proof. 

“It is almost impossible to prove confiscation by a single 
rate,” said Mr. Thom. 

Mr. Scandrett said he wished to remove the impression that 
the Commission considered only discrimination and not the 
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reasonableness of rates in the Shreveport and other cases. In 
the Shreveport case, he said, the Commission had found the 
interstate class rates unreasonable and ordered the carriers to 
correct them. He said two bodies having the same intelligence 
and the same facts on which to act might decide differently as 
to what was a reasonable rate; therefore, he said, it is essential 
that some authority be set up to say what is a reasonable rate. 
Obviously, he said, the Interstate Commerce Commission is the 
only authority that could do that, because it could not be left 
to the state commissions. 

The railroads should not be deprived of the right to bring 
alleged discrimination to the attention of the Commission, the 
witness said. He said no reason had been suggested as to why 
that right should be withdrawn and that he did not believe any 
reason could be advanced for the repeal of that part of the law 
giving the carriers the right to complain, as has been proposed 
by the state commissions. 

“You repeal these provisions and what is left?” he asked. 
“Nothing but gorilla warfare among these different states— 
wars and reprisals. If the state of Louisiana can’t get correc- 
tion of an injury imposed by the state of Texas, it is going to 
undertake to make an adjustment in Louisiana which will do 
for Louisiana what Texas has done for Texas. And the man 
who is a shipper or traveler in interstate commerce is going 
to have discrimination imposed upon him. Under the law as it 
is, there is equal treatment. Imaginary state lines do not im- 
pede the flow of commerce. These amendments represent back- 
ward steps and should not be contemplated under any condi- 
tions.” 

Edgar E. Clark Appears 


Edgar E. Clark, formerly chairman of the Interstate Com- 
merce Commission, appeared as a witness for the National As- 
sociation of Owners of Railroad Securities. He explained that 
Mr. Warfield had asked him to express to the committee his own 
views on the proposed legislation, and referred to the fact that 
he was a member of the Commission when the policies under 
the transportation act were being worked out. 

In beginning his statement Mr. Clark said he wished to 
touch on a few fundamental principles. He said private capital 
would not embark on transportation enterprises unless it was 
assured of a fair return or profit and that adequate transporta- 
tion was essential for the welfare of the nation. He briefly 
reviewed the development of regulation of the railroads from 
its inception, referred to the charges in the past that the Com- 
mission had starved the railroads and said the allegation had 
not been borne out by the facts. 

Rates were made many years ago on the basis of what the 
traffic would bear, he said, and the result of the proposed 
changes in the law would be to go back to that basis. 

Mr. Clark said there was a wide misunderstanding as to 
what the transportation act provided. He reviewed the happen- 
ings in connection with Ex Parte 74 briefly and said it was 
realized by everybody that rates had to be increased at that 
time. He said the understanding by Congress of the need of the 
carriers for additional revenue resulted in the passage of the 
transportation act, and that it was doubtful whether any legis- 
lation had been the subject of more exhaustive study before it 
was adopted. 

Referring to section 15a, Mr. Clark said under the United 
States Constitution the railroads could not be deprived of the 
opportunity to earn a fair return and that there was a long line 
of decisions in support of that principle. He said the rule of 
rate making in the transportation act was only a statutory 
declaration of the provisions of the Constitution. 


Mr. Clark said he was not aware at the time that there was 
any substantial criticism of what the Commission did in Ex 
Parte 74 in carrying out the mandate of Congress. The criticism 
of high rates developed when it became apparent that the reac- 
tion from war conditions had set in, he said. For about two 
months after the Commission had acted, he said, it appeared that 
the carriers would earn in the neighborhood of 5% per cent. 
In fixing the valuation in Ex Parte 74, he said, the Commission 
did not accept the property investment accounts of the carriers, 
but for lack of something better used them as a gauge in fixing 
the valuation. 

Discussing the demand for rate reductions, which began to 
develop early in 1921, Mr. Clark said he had had the greatest 
sympathy for the producers of agricultural products, who blamed 
freight charges for their troubles. 

“IT can understand how they blamed rates, but they were 
simply mistaken,” said he. 

He referred to an investigation of rates on Florida spinach, 
the growers of which blamed rates for their inability to make a 
profit. Investigation showed, said he, that the buyers of that 
commodity were paying just one-half what they were a year 
before, but were selling at the same price of a year before. 

“I haven’t any sympathy for the price profiteers hiding be- 
hind the camouflage of increased freight rates,” said he. 

Mr. Clark referred to the remark made by Senator Cummins 
that it was claimed that rates had to be such as to move the 
traffic and also to permit the shipper to make a profit. He said 
it was obvious that the public must have rates under which 
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traffic will move, but that to take the claim made as a rule 
for rate making would be utterly futile. He said that rule woulg 
leave it to the railroad traffic man whether a producer could 
reach a given market and ignore the principle that the long 
haul have a relatively lower rate than the short haul. 

With regard to the rate-making section, he said there was 
some criticism of dealing with the carriers in groups, but that 
Congress had done the only thing it could do in trying to meet 
the problem of the “weak sisters.” He said the grouping prin. 
ciple was not new—that it had been applied by the Commission 
in several rates cases prior to the enactment of the transporta- 
tion act—that the Commission had taken into consideration the 
less favorably situated lines in making rates. 

“What is to be gained by repealing this provision of the 
law?” he asked. “Certainly Congress isn’t going to do a vain 
thing for this fundamental industry. Nobody will assume that 
Congress is going to legislate unless it is its real purpose to 
cure an evil or accomplish some real good.” 

Mr. Clark said he felt safe in saying that even if the rate. 
making provision had not been enacted and other conditions 
had been what they were, the decision of the Commission in 
Ex Parte 74 would not have been substantially different from 
what it was. 

“How has it hurt anybody?” he continued. “The railroads 
have not approached the return of 5% per cent. The Class 1 
roads spent about 93 cents of every dollar to earn that dollar 
in 1920. No carrier asked for an increase in rates. They knew 
it would be suicide to increase rates further.” 

Senator Poindexter said it had been claimed the section 
provided a guaranty to the railroads. 

“T regard that claim as being made in absence of knowledge 
of the facts or with a purpose to misrepresent the facts,” said 
Mr. Clark. ; 

He said the provision had not harmed anyone and had done 
some good and that it could do no harm. 

“Why take it out and do a vain thing?” he asked. 

He said the section had affected some stability in railroad 
securities. 

At the afternoon session Mr. Clark defended the Commis- 
sion’s interpretation of the provisions of the transportation act 
with regard to its jurisdiction over intrastate rates. He com- 
mented on the fact that of the men who approved the decision 
in Ex Parte 74—the members of the Commission and the three 
state commissioners who sat with the Commission—eight were 
or had been state commissioners. 

“It seems to me beyond room for argument,” he continued, 
“that to avoid the intolerable condition of rivalries between the 
states that there must be authority vested somewhere to setile 
those disputes when they arise. Now it is proposed to wipe 
that authority out. 

“T want to deny that the Interstate Commerce Commission 
has ever acted with the desire of extending its jurisdiction or 
of denying state authority. The Commission has enough to do 
without seeking more authority and work. 


“Where did co-operation with the state commissions or- 
iginate? It was recommended in the annual reports of the 
Commission to Congress. Why is the Interstate Commerce Com- 
mission accused of not co-operating with the state commissions?” 

Mr. Clark then referred to the introduction into the record 
by Mr. Benton of the correspondence which passed between 
Chairman Clark and Mr. Benton on the subject of co-operation. 
He said attention of the committee had been called to the elapse 
of time between the receipt of one letter by the Commission and 
the sending of the reply. He said the state commissions in ef- 
fect asked the Commission to lay down a formula which should 
govern as to co-operation between the Commission and them, 
and that because of the uncertainty as to just what circum: 
stances and conditions might arise, the Commission was unvwill- 
ing to bind itself to any set of regulations. He said the Com- 
mission did not know what circumstances or conditions 
might arise to make co-operation along fixed lines desirable or 
undesirable. He said some members of the Commission took 
the view that it would be inappropriate to have joint action 
when an order of a state commission might be in issue. 


Referring briefly to the mass of litigation which attended 
the development of regulation by the Commission and to the 
fact that in recent years there had been very little litigation 
growing out of action by the Commission, he spoke of the 
reputation for integrity which the Commission had built up. 

In his discussion of the Commission, Mr. Clark said: 


“The Commission always has been, and I guess always Will 
be, the subject of a great deal of misunderstanding and a good 
deal of criticism, much of which at least is unwarranted and 
unjust, but inasmuch as I am no longer a member of it I think 
I can, with propriety, point to the record that the Interstate 
Commerce Commission has made, the standing that it has gotten 
even before these railroads that used to think that it was guilty 
of all the crimes in the decalogue, and with the shipping public, 
and I assert that the reason that the Interstate Commerce Com 
mission has attained that reputation and that standing is because 
it has stood with a face to every wind that blows, and per 
formed its duties in accord with its conscientious convictions 
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of what was the right thing to do, and has not been swayed 
py popular clamor, by any political influences, or by anything 
of that kind, and if the time ever comes when the Interstate 
Commerce Commission has to consider whether or not a thing 
is going to be popular and whether or not it is going to be 
attacked by one political party or another, its usefulness will 
be very seriously impaired, in my judgment.” 

The former chairman said Mr. Benton had entirely miscon- 
ceived the purpose of the Commission when it exercised the 
power of issuing orders subject to the further order of the Com- 
mission. He said the Commission had no thought of “freezing” 
states rates, as had been charged, and that the Commission stood 
ready to set aside any of its orders as to intrastate rates if it 
could be shown that the rates or rate had no relation to inter- 
state commerce. The situation with respect to intrastate rates 
had been made delicate by the fact that courts had issued in- 
junctions restraining state commissions from interfering with 
the rates. He also said the Commission in its orders provided 
for modification of state rates on a proper showing. 

“TI assert that in no case in which the Interstate Commerce 
Commission has been called upon to exercise that power—and 
there have been many of them from all sections of the country 
—has it failed or omitted to find specifically what would be 
a reasonable maximum interstate rate as a basis for the removal 
of the discrimination,” said he. 

“So that all of these statements that have been made here 
that either affirmatively declare or intimate that the Commis- 
sion has been deciding those cases without consideration of the 
reasonableness of the rates, both state and interstate, are based 
in an entire misunderstanding of what has been done—they are 
inaccurate, erroneous. 

“T want to say with emphasis, Mr. Chairman, that any in- 
sinuation that the Interstate Commerce Commission has de- 
cided any one of these cases, without according a full hearing to 
the people who wanted to be heard, is very far from the fact. 

“T want to correct another impression that seems to have 
been gleaned from what has been said here, that the Interstate 
Commerce Commission has held that a mere difference between 
the state and the interstate rates constitutes undue prejudice or 
undue discrimination. 'The Commission never held it in any 
case.” 

Speaking with reference to the attitude of the security 
owners, Mr. Clark said: 

“Now, as I have come in contact with the members of this 
association of security owners, I have been impressed with their 
conservative views. They realize that even with that rate-mak- 
ing provision in the act, there is no possibility of the railroads 
getting that measure of return until the railroads of the coun- 
try, and the business of the country, have adjusted themselves 
so that that can be done under reasonable rates.” 

Mr. Clark discussed the testimony of Mr. Benton, wherein he 
recommended, as provided in the amendments proposed by the 
state commissions, that the Commission, when entering an order 
affecting intrastate rates, be required to “enter a report stating 
the facts as they find them from the evidence upon which they 
rest their conclusion that the sort of case does exist, which the 
Congress has told them they might exercise power over,’ so 
that a court could determine whether the facts found by the Com- 
mission sustained the order that had been issued. 

Mr. Clark said if that were written into the law every dis- 
trict court in the United States would be regulating rates, and 
he advised against such enactment. 

In conclusion the witness said that the transportation act 
was a piece of great constructive legislation enacted by Con- 
gress in a desire to be helpful. 

“It has been helpful,” he continued. “The transportation 
act is sound legislation. It is entitled to a fair trial and de- 
termined a bad law by actual demonstration rather than by 
what somebody says or fears it will do.” 

If the law has been misinterpreted by the Commission, he 
said, that question is before the Supreme Court and will be 
decided by that court. 

Referring to the misunderstanding of the provisions of the 
law, he said that was not surprising but that the surprising 
thing was that so many were ready to jump at conclusions when 
they had little understanding of the intricate problems involved. 

The committee adjourned until November 22. 


Fred Hi. Wood Resumes 


Fred H. Wood, commerce counsel for the Southern Pacific, 
appearing in behalf of the Association of Railway Executives, 
whose statement to the committee was interrupted last week 
because Mr. Wood had to go to Chicago, completed his testimony 
November 22. Senators Cummins, Smith, Stanley, Poindexter, 
Fernald and Frelinghuysen were present at one time or another 
at the hearing. 

After Mr. Wood had gone into detail with respect to the 
showing made by the carriers in Nevada, for instance, that un- 
just discrimination under the Shreveport doctrine resulted from 
the refusal of the Nevada commission to authorize percentage 
advances equivalent to the interstate advances, Senator Cum- 
Mins again indicated he believed it a waste of time to submit 
such testimony, because he said there was no desire on the part 
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of the committee to reverse what the Supreme Court had said 
in the Shreveport, Illinois and Minnesota rate case. 

The chairman said the question before the committee was 
whether or not its duty was to restate the rule as to unjust dis- 
crimination so that it could not be misinterpreted and that 
whether the rule as had been stated in the law needed clarifying. 

“We are going to examine the rulings of the Interstate Com- 


. merce Commission and see what it has done,” said Senator Cum- 


mins. “We are going to look into the claims of the railroads 
as to the proper interpretation of the statute, and thus we will 
find out whether the rule has been misunderstood or misapplied.” 

Mr. Wood said he had gone into some detail as to the evi- 
dence in support of unjust discrimination because it had been 
claimed before the committee that there was nothing before 
the Commission that would support a finding of discrimination 
other than evidence as to a mere difference in rates. He said, 
further, the carriers had contended for a broad construction of 
the terms of the transportation and believed that the action of 
the Commission could be supported on that broad construction, 
but that in any event, if a narrow construction were placed on 
the law, the orders could be sustained under the Shreveport 
doctrine. He said Congress, when it passed the act, was con- 
cerned with the revenue needs of the carriers and must be con- 
cerned now and that the proposed amendments would nullify 
the revenue requirements of the statute. As to the issues in- 
volved, he said, it was no answer to point to the fact that a large 
number of states granted the increases asked because, he said, 
if one state could set up its judgment as to the revenue require- 
ments of the carriers, each one of the other states could do the 
same thing. 

Senator Stanley took the position that a mere difference in 
intrastate and interstate passenger fares did not constitute such 
discrimination as could be reached by Congress. He conceded 
that to charge one passenger more than another for identical 
service might be wrong. 

“The trouble with Congress now is that it believes that if 
anything is wrong it can be righted by this federal government,” 
said he. 

Mr. Wood reiterated that it was within the power of the 
state commissions which had not followed the Interstate Com- 
merce Commission to regain full control of the intrastate rates 
by issuing orders permitting the interstate increases to be ap- 
plied on intrastate traffic. 

“The rates are frozen only in those states which, like Ne- 
vada, refuse to recognize the national exigency,” said he. “Those 
states which, if followed by all of the other states, would have 
made impossible a realization of the prime purpose of all regu- 
lation, that is, adequacy of revenue and its equitable distribu- 
tion among the several classes of traffic, and there is no amend- 
ment to this law needed to thaw out the rates that are now 
described as frozen. Those rates are frozen to the extent that 
they are frozen, if that is the proper expression, because those 
states have seen fit to maintain a set of rules that in the judg- 
ment of the Interstate Commerce Commission has resulted in 
undue discrimination against interstate commerce. That being 
so, of course, the Interstate Commerce Commission directed 
its removal. But those same states, by a belated recognition of 
the national exigency and of the necessity for an advance in 


.the general level of their rates up to the general level which 


prevail elsewhere, even now, would by their voluntary action 
remove that undue discrimination against interstate commerce 
which it has hitherto required and upon that sort of a showing 
I have no doubt but that the Interstate Commerce Commission 
would revoke the postponing orders.” 

Forney Johnston, counsel for the National Association of 
Owners of Railroad Securities, appearing before the committee 
November 23, urged retention of section 15-a of the interstate 
commerce act and that the power of the Interstate Commerce 
Commission over intrastate rates be not disturbed. 


The witness submitted for the record a copy of the trans- 
portation act of Great Britain, calling attention to the fact 
that the British had adopted substantially the principles of the 
rate-making provisions of the transportation act and also had 
adopted substantially the labor provisions of the act. He said 
the British rule for rate making was based on the revenue needs 
of the carriers and that they had taken the standard rental 
during the war as the “rate basis.” 

Although witnesses opposed to section 15-a, such as Messrs. 
Thorne and Cowan, had referred to the Commission’s decision 
in the western grain rate case as “epochal” and had commended 
the Commission for the conclusions reased therein, Mr. Johnston, 
as an advocate of section 15-a, declared the decision was com- 
pletely in caccord with section 15-a. 

F. A. Molitor, chairman of the board 6f economics and 
engineering of the Warfield association, said that without re- 
cent reductions in rates the net operating income of the rail- 
roads for the year ended August 31, 1921, had been only 2.85 
per cent on the value fixed by the Commission, and that this 
return would have been approximately 1.63 per cent if main- 
tenance expenditures had been up to normal. He estimated 
that if there were an increase of 5 per cent in the volume of 
traffic in 1922, and if allowance were made for the July reduc- 
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tions in wages, but not for the proposed decrease in rates on 
farm products, the net income for the year ending August 31, 
1922, would be only 3.4 per cent. 

In reply to a question by Senator Poindexter as to whether 
the estimate was based on a normal maintenance expenditure, 
Mr. Molitor said: 

“With normal maintenance the net operating income would 
be $408,000,000, or equal to but 2.2 per cent on the property 
valuation. If the recent decreases prescribed by the Interstate 
Commerce Commission on farm products were to be taken into 
account, the net operating income for the next year would be 
reduced to approximately $350,000,000, or materially less than 
two per cent on the property valuation.” 


Bird M. Robinson, president of the American Short Line 


Railroad Association, began a statement before the committee, . 


but it was decided that he should appear on November 28. 


Some additional witnesses for the railroads also will appear 
later. 





R. R. A. FINANCE REPORT 


The Trafic World Washington Bureau 


Without debate the Senate, November 22, adopted a resolu- 
tion offered by Senator LaFollette, under which the director- 
general of the Railroad Administration will be required to sub- 
mit to the Senate on or before December 10 a complete report 
of the financial operations of the Administration. 


The resolution calls for a detailed statement as to each 
settlement made with railroads. The Railroad Administration 
has never made public the details of these settlements, announc- 
ing only the amount paid each carrier in final settlement. In- 
formation of this character was requested of Director-General 
Davis when he was before the House committee on interstate 
commerce as a witness on the railroad funding bill and he said 
he would give the information to any representative who would 
come to the office, but that he did not wish to put the data in 
the record. 


The resolution follows: 


Resolved, That the Director-General of the Railroad Administra- 
tion be, and he is hereby, requested to furnish to the Senate, on or 
before December 10, 1921, the following statements and accounts with 
reference to the settlement of claims growing out of federal control 
of the railroads and the administration of the affairs committed to 
him by the transportation act: 


1. A statement of account between the government and the car- 
riers from the beginning of federal control down to December 2, 
1921, showing clearly and concisely the amount of funds which have 
been appropriated or otherwise put at the disposal of the Railroad 
Administration; the purposes for which said funds have been paid 
or expended; the amount of indebtedness incurred by the railroads for 
all purposes, including additions and betterments, equipment and per- 
manent and temporary loans; the amount of claims filed by the car- 
riers prior to December 1, 1921; the estimated amount of claims still 
remaining to be filed; and setting up as of December 1, 1921, a bal- 
ance between the amounts due the railroads on all accounts arising 
out of federal control and the resources available to the Railroad Ad- 
ministration for the payment or offset thereof; the purpose of said 
statement being to provide a clear and intelligible account of the 
financial relations between the railroads and the government from 
the beginning of federal control down to date. 

2. A statement showing in detail and by individual carriers the 
claims which have been settled down to December 1, 1921, and set- 
ting forth in parallel columns for each road with corresponding totals 
for all roads (a) the amount claimed to be due from the government 
on account of each principal item, including compensation, money 
taken over, maintenance of way and structures, maintenance of equip- 
ment, materials and supplies, and depreciation; (b) the ‘“‘set-up” by 
the Railroad Administration as against such claims, i. e., the finding 
by the divisions of review of the Railroad Administration as to the 
amount of such claims which are, in the view of the government, valid 
under the contracts; and (c) the basis of settlement finally arrived at 
by the Director-General and his staff in conference with the repre- 
sentatives of each railroad company, showing the amount offset on 
account of each variety of indebtedness, the amount paid in cash, 
and the amount of indebtedness which has been funded; the pur- 
pose of said statement being: to show in concise form the character 
of the settlement which has been made with each individual road. 


CLERKS’ WAGES IN NEW ENGLAND 


An interpretation of rule No. 66 of the clerks’ national 
agreement, which prescribed the method used in changing the 
rate of clerks paid on a monthly and weekly basis to a daily 
basis, was asked of the Labor Board by four New England 
carriers at a hearing November 22, in Chicago. The rule in 
question took no account of the difference in the number of 
additional days worked in a year by men working seven days a 
week as compared with those working six, and as a result of 
an interpretation of adjustment board No. 3, which handled the 
disputes of the New England carriers during the period of fed- 
eral control, the former were being paid 51 cents a day in 
excess of the latter. The carriers that instituted the ex parte 
proceedings, which were designated by the board as docket No. 
947, maintained at the hearing that the adjustment board’s 
interpretation of the rule was costing them approximately 
$1,000,000 a year. The employes, on the other hand, insisted 
that the extra pay per day was in the nature of a premium 
for the Sunday work done by the seven-day men and as such 
was fair and just. 
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LABOR BOARD WORKS HARD 


The efforts of the Labor Board to catch up with the large 
amount of work before it, were outlined by the following state. 
ment, issued by the board November 21: 


The United States Railroad Labor Board has disposed of cases 
six times as fast in the latter months of its work as it did in the 
first period of its existence. From April 15, 1920, when it was 
organized, to November 30, 1920, it disposed of exactly 100 cases. From 
April 15, 1921, to November 15, 1921, it disposed of 600 cases. The 
total number of cases finally decided by the board from its organiza- 
tion to November 15, 1921, was 898. In the week ended November 19, 
101 cases were decided. 

The large number of cases handled since last spring not only 
indicates the rapidity of the board’s work, but also the large number 
of cases, many of them about minor matters which have been thrust 
upon the board because of the delays of the railroads and the employes 
in organizing the adjustment boards provided for by the transporta- 
tion act. The recent organization of several of these boards, together 
with the rapid disposition of cases now pending, gives the board hope 
of catching up with its docket in the next few months. 





SHOP CRAFTS ASK WAGE INCREASE 


As a basis for negotiations with the railroad executives, and 
opposed to the executives’ proposal for a 10 per cent reduction 
in wages, the leaders of the railway shop crafts have asked for 
an advance of 13 per cent, and for a conference with the ex. 
ecutives, December 20, at which to discuss the matter. The 
wages of the shop workers were reduced by the Labor Board’s 
decision, effective July 1, 1921, to an amount five cents above 
the wages in effect prior to the advance of July, 1920. The 
present scale is, for blacksmiths, tinsmiths, electricians and 
boilermakers, 77 cents, and for car repairmen, 72 cents. 


TEXAS VS. I. C. C. AND LABOR BOARD 


The United States Supreme Court has set down for argu- 
ment December 5 motions to dismiss the original action brought 
by the state of Texas against the Interstate Commerce Com- 
mission and the United States Railroad Labor Board. The mo- 
tions were filed by the defendants. The state seeks by the suit 
to have the rate-making and labor provisions of the act, as 


well as the section relating to intrastate rates, declared uncon- 
stitutional. 


TENNESSEE INTRASTATE RATES 


John E. Benton, general solicitor of the state commissions, 
in a bulletin to members, said: 


The state of Tennessee has filed a bill in the U. S. District Court 
for the middle district of Tennessee, seeking to have declared null 
and void the order of the federal commission, advancing intrastate 
rates on road building material, the property of the state of Tennessee, 
of the several counties and municipalities thereof, and of the U. S. 
government. The bill particularly emphasizes the lack of power of 
the federal commission to make the order complained of, in view of 
the provisions of section 22 of the interstate commerce act. 


WISCONSIN RATE CASE 


A motion for permission to make argument in behalf of the 
state commissions in the Wisconsin intrastate rate case, which 
is to be reargued before the United States Supreme Court some 
time the week of December 5, has been filed by John E. Benton, 
general solicitor for the National Association of Railway and 
Utilities Commissioners. Mr. Benton was permitted to speak 


for the state commissions generally when the case was argued 
originally. 


MONEY FOR THE COMMISSION 


An additional appropriation of $300,000 for the Interstate 
Commerce Commission is provided in a deficiency appropriation 
bill passed by the House November 22. The appropriation was 
made necessary, it was explained, because of additional duties 
imposed upon the Commission by the transportation act. 


PETITIONS FOR REHEARING, ETC. 

The Edward Aull Coal Company and others in the so-called 
inner group of Missouri have asked the Commission for a re 
hearing of No. 11862, Missouri rates and charges, and have asked 
that the effective date order entered therein increasing rates on 
coal be postponed. 

Complainant in No. 11798, Wenger-Armstrong Petroleum Co. 
vs. Director-General et al., has asked the Commission for a re- 
hearing in that case. 

The E. M. Wilhoit Refining Company has asked the Commis- 
sion to reopen the Missouri state rate case, No. 11862, with re- 
spect to rates on oil, and has asked that the effective date of the 
order be postponed. 

Complainants in No. 10892, Railroad Commissioners, State 
of Florida vs. Director-General, have asked the Commission to 
reopen that case upon all issues with the exception of the car- 
load minimum on vegetables under refrigeration. 

Defendants in No. 11910, James A. Coad vs. C. St. P. M. 
& O., Director-General, et al., have asked the Commission to 
modify its order entered in that case so that no change in the 
rate basis to Beresford and Salem, S. D., will be necessary. 
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RAILROAD-STEAMSHIP:-CONTRACTS 


The Traffic World Washington Bureau 


The Shipping Board announced November 26 that the hear- 
ing on contracts and agreements between railroads and foreign 
steamship companies, scheduled for December 1, would be of 
the “utmost importance to the establishment and upbuilding of 
an American merchant marine.” Representatives of ten rail- 
road companies will be present. The hearing will be held before 
commissioners Thompson, Plummer and Lissner, who are the 
Shipping Board members of the joint Shipping Board-Interstate 
Commerce Commission committee, In its announcement, the 
board said: 


The object of the conference, which will be public, is to ascer- 
tain to what extent a preferential or exclusive contractural relation 
petween an American railroad and shipping companies operating 
vessels under other than the registry of the government of the United 
States is adverse to the establishment and upbuilding of an Ameri- 
can merchant marine and to apply such corrective measures as may 
be necessary in order that the American railroad can be a preferen- 
tial feeder for American shipping interests instead of for foreign 
shipping interests. 

All of the ten railroads accepted the invitations sent them to 
appear before the committee. They are the Great Northern Railway 
Company, who will be asked concerning its contract with the Nippon 
Yusen Kabushiki Kaisha; Chicago, Milwaukee & St. Paul Railway 
with the Oasaka Shosen Kabushiki Kaisha; the Mobile & Ohio_ Rail- 
road Company with the Mobile Liners, Inc.; the Northern Central 
Railway Company with the_ International Mercantile Marine Com- 
pany and Furness, Withy & Co.; Pennsylvania Railroad Company with 
the International Mercantile Marine Company; Grand Trunk Railway 
System with the, White Star-Dominion Line; Atlanta, Birmingham & 
Atlantic Railway with the Strachan Shipping Company; Southern 
Railway Company with the Mobile Liners, Inc.; Boston & Albany 
Railroad Company with the Leyland S. S. Line and the Cunard Line; 
Baltimore & Ohio Railroad with the Donaldson Line, the Scandin- 
avian-American Line, the North German Lloyd, Ltd., Furness, Withy 
& Co. and the International Mercantile Marine Company. 

In response to the resolution adopted by the Senate Novem- 
ber 8, calling for copies of all agreements on file with the Com- 
mission between railroads and steamship companies engaged.in 
foreign trade and the amount of freight handled under each 
of such agreements, the Commission has sent the information 
requested to the Senate. The information was referred to the 
Senate commerce committee. The total tonnage received by the 
railroads was given as 591,245 tons and the total tonnage de- 
livered to the steamship companies as 2,044,256 tons. 

The statements showing the amount of tonnage received 
from and delivered to the steamship lines cover the year ending 
December 381, 1920, except in instances where contracts or agree- 
ments expired before the end of that year. They show the amount 
of tonnage of products of agriculture, products of animals, prod- 
ucts of mines, products of forests, and manufactures and miscel- 
laneous, which moved under the contracts or agreements. 

The Atlanta, Birmingham & Atlantic Railway Company 
under its agreement with the Strachan Shipping Company, re- 
ceived 8,064 tons of freight from the steamship company and de- 
livered to the company 22,126 tons. 

The Baltimore & Ohio, under its agreements with the Inter- 
national Mercantile Marine Company (Atlantic Transport Co.), 
Donaldson Bros., Ltd., managers Donaldson Line, Ltd., Furness, 
Withy & Co., Ltd., proprietors of the Johnston Steamship Line, 
Lid, and the Scandinavian-American Steamship Line, received 
a total of 88,113 tons of freight and delivered to those companies 
a total of 227,961 tons of freight. e 

_ The Boston & Albany, under its agreement with the Cunard 
Line and the Leyland Line, received 60,091 tons of freight and 
delivered to those companies 237,073 tons of freight. 

_ The Boston & Maine, under agreements with the Calcutta 
Line, the Clyde Line, the Cunard Line, the France-Canada Line, 
the Furness Withy Co., the Holland-American Line, the Inter- 
tational Mercantile Marine, the Leyland Line, the Luckenbach 
Line, the Pan American F. & D. Corporation, the Pacific. Mail 
Steamship Co., the Red Star Line, J. G. Hall, Charles Hunt Co., 
A. G. Lombard’s Sons, Patterson-Wylde & Co., Scandinavian- 
American Line, Wilson Line, Crowell & Thurlow, John S. Emery 
Co., and C. H. Sprague & Son, received 211,404 tons of freight 
and delivered to those companies 258,061 tons of freight. 

The Chesapeake & Ohio, for the Chesapeake & Ohio lines, 
inder an agreement with the Furness Withy & Co., received 
3,229 tons of fright and delivered to the company 60,247 tons of 
treight, for the period from January 1, 1920, to September 30, 
1920, on which latter date the contract expired. 

P The Chicago, Milwaukee & St. Paul, under its agreement 
with the Osaka Shoshen Kabushiki (Osaka Mercantile Steam- 
ship Co., Ltd.), received 99,416 tons of freight, and delivered to 
the company 110,800 tons of freight. 

. The Grand Trunk Railway System, under its agreements 
with the Thomson Line, Rogers & Webb Line, Anchor-Donald- 
son Line, Red Star Line, Cunard Line, White Star Dominion 
Lines, Furness‘Withy Co., and tramp steamers, received 16,839 
lons of freight and delivered 645,710 tons of freight. 

, _ The Great Northern, under its agreement with Nippon Yusen 
Kaisha, received 28,867 tons of freight and delivered 38,785 tons 
of freight. 

St The Mobile & Ohio, under its agreements with the Munson 
Steamship Co., and Mobile Liners, received 3,949 tons of freight 
and delivered 98,468 tons of freight. 
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The Missouri Pacific, under agreements with the Harrison 


. Line via New Orleans, the Leland Line via New Orleans, the 


Elder-Dempster Line via New Orleans, and the Norton Lilly Line 
via New Orleans, received 1,639 tons of freight and delivered 
10,476 tons of freight. 

The New York, Ontario & Western, under agreements with 
the American Line and the White Star Line, received no freight 
and delivered 66 tons of freight. 

The Norfolk & Western, under agreements with Furness, 
Withy & Co., Ltd., and London & Liverpool Lines, received 174 
tons of freight and delivered 18,365 tons of freight. 

The Pennsylvania System, under agreements with the Inter- 
national Mercantile Marine Co., and Furness, Withy & Co., Ltd., 
received 61,692 tons of freight and delivered 234,261 tons of 
freight. 

The Southern Railway Co., under agreements with the Mun- 
son Steamship Co., the Mobile Liners, and F. D. M. Strachan, 
received 6,950 tons of freight and delivered 71,011 tons of freight. 

The Spokane, Portland & Seattle Railway Co., under agree- 
ments with Frank Waterhouse & Co., A. M. Gillespie, Pacific 
Steamship Cc., and the Columbia Pacific Steamship Co., received 
818 tons of freight and delivered 10,846 tons of freight. 

Ne tonnage moved under an agreement between the Union 
Pacific and the General Steamship Corporation. 

The report also covered the amount of revenue received by 
the New England Steamship Co., which is controlled by the New 
Haven, under agreements with respect to the transportation of 
passengers by a number of trans-Atlantic passenger lines. The 
New England received approximately $8,340 for the transporta- 
tion of 1,491 passengers to and from the steamship companies at 
Boston and New York. 


Protest against the adoption of the Hague rules as a basis for 
uniform shipping documents has been made to the Interstate Com- 
merce Commission, the Shipping Board and the House merchant 
marine committee by the Washington representatives of the 
Institute of American Meat Packers. The protest embodied the 
material contained in a letter written to Norman Draper, Wash- 
ington representative of the institute, by C. B. Heineman, its 
vice-president, which was printed in the Traffic World, Noyem- 
ber 19. 

“In explaining these conditions,” it is said in the protest, 
“we are endeavoring to point out that the steamship lines were 
confronted with the almost inevitable necessity of modifying 
onerous conditions which they have so long imposed on tne 
shipping public; that they thereupon elected to gracefully side- 
step the proposed legislation by seeming to acquiesce in the 
Hague rules which presumably represented the views of the 
shippers.” 


“The protests also call attention to a resolution adopted by 
the National Industrial Traffic League opposing the Hague rules 
proposals as a basis for amending the Harter act and revising 
ocean bills of lading. It is suggested if the Harter act is to 
be amended to meet modern business methods that suggestions 
made by American shippers to Congress and the Interstate Com- 
merce Commission be adopted and that no modification of the 
American-proposed form be adopted in legislation or otherwise 
until American shippers shall have been granted a full hearing.” 

Chairman McChord has answered the telegram protesting the 
adoption of the Hague rules as a basis for amending the Harter 
act, which was sent to him, Chairman Lasker of the Shipping 
Board, and George W. Edmonds, chairman of the House sub- 
committee on marine insurance, by the recent meeting of the 
National Industrial Traffic League in Chicago. In his reply, the 
chairman of the Commission said he would bring the matter to 
the attention of his colleagues. Replies have also been received 
from S. S. Huebner of the shipping board, speaking for the chair- 
man of the House sub-committee, saying that the committee was 
glad to know the position of the league in the matter. 


In a circular issued by the league, a communication from 
F. H. Price, of Price & Co., New York, in which the proposed 
rules are characterized as an “attempt to stifle the voice -of-the 
ocean shipper,” was reproduced as follows: 


It must be confessed that the rules governing the form and sub- 
stance of bills of lading to be used in ocean traffic, proposed by the 
International Law Association at the Hague, September 3, 1921, rep- 
resent a distinct and long step forward. 

There is no question but what uniformity is greatly to be desired. 
and there is no doubt, further, that shippers as well as carriers would 
make many concessions, each to the other, to bring about uniform- 
ity. At present there is no uniformity in bills of lading used in 
ocean traffic. Moreover, there is great dissatisfaction on the part 
of the shippers, who heretofore have had no voice in the drafting 
of a contract to which the Courts held them to be a party. The 
shipping public have had almost no voice in legislation which governs 
the ocean carriage of goods. What voice they have had has been 
stifled by the superior ability and solidarity of the steamship interests. 

For instance, the Harter act, enacted by Congress in 1893, was 
originally a bill proposed by flour millers for the protection of the 
shipping public. It was converted into an adverse instrument by the 
elimination of a provision which held the carrier liable for the 
full actual loss sustained by the owner of damaged merchandise, and 
by the insertion of a provision that the carrier shall not be liable 
for the faults or errors of his servants in the management of the 
steamer. Its force and effect has been hampered further by the 
inclusion by carriers, under the sanction of the courts, of a clause 
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in their bills of lading which limits the liability of the carrier to a 
value not to exceed $100 per package, and another clause which. 
requires the claimant to file his claim or notice of claim before the 
goods are removed from the custody of the carrier, or some other 
extremely short period of time, and with which the claimant is 
hardly ever able to comply. 

Some bills of lading, drafted by American attorneys for use by 
American steam ship companies, have gone even further and have 
declared that neither the steamer nor the carrier shall be responsible 
for damages arising from the unseaworthiness of the vessel in the 
event they have used due care and diligence to make her seaworthy. 
This matter of unseaworthiness is one of the few remaining defenses 
left to the shipper in case of a claim against the carrier. The dam- 
aged condition of the property is usually prima facie evidence of 
unseaworthiness, in the absence of other apparent cause, but now, 
under such a clause, the carrier requires the shipper, who never 
saw the steamer, to prove that the carrier has not used due care 
and diligence to make her seaworthy. Every shipper knows how 
impossible it is for him to prove any such thing. ; 

It is a matter of some surprise to many American shippers to 
find that ocean bills of lading issued in the United States are, in 
many respects, much more burdensome on the shipper than are 
bills of lading issued in foreign countries. It would seem that 
admiralty lawyers in this country had been peculiarly diligent in 
—- up clauses which transfer liability from the carrier to the 
shipper. 

It has been urged that the promulgation by the International 
Law Association of these proposed rules, as agreed at the Hague con- 
ference, September 3d, has gone a long step forward to meet the 
requirements of shippers in matters of steamship bills of lading and 
it has even been urged that in many respects the rules indicate a 
desire on the part of the ocean carriers to invite the shippers to 
their conferences. How far this is from the truth may be seen by 
reviewing the so-called Hague rules. , 

The International Law Association extended no invitation, that 
we know of, to any American shippers or body of shippers to attend. 
The delegates who did attend represented steamship interests. ‘There 
is in this country a National Industrial Traffic League, comprising in 
its membership practically every industrial corporation of any 
magnitude in the United States, every traffic department of a_ board 
of trade or a chamber of commerce or produce exchange. This league 
is acknowledged by the Interstate Commerce Commission as repre- 
senting the general body of shippers; its bill of lading committee and 
committee on export trade and transportation are invited to attend 
conference before the Interstate Commerce Commission and before 
the committees of Congress where matters relating to transportation 
are discussed, but the International Law Association at the Hague 
appears not to have known of the League’s existence. 

The so-called Hague rules propose that the ship, as well as the 
carrier, shall be released from all liability that arises from the 
fault or error of the carrier’s servant in the management of the 
vessel. Further, that the carrier’s liability shall be limited to 100 
English pounds per package, which, of course, it better than $100, 
but is, nevertheless, a limitation. Also, that unless written notice of 
a claim for loss or damage and the general nature of such claim be 
given in writing to the carrier or his agent at the port of discharge 
before the removal of the goods, such removal shall be prima facie 
evidence of delivery by the carrier of the goods as described in the bill 
of lading. In any event, the carrier or the ship shall be discharged 
from all liability in respect of loss or damage, unless suit is brought 
within twelve months after the delivery of the goods. In other 
words, unless the receiver of the goods finds damage and describes 
it to the agent of the vessel before the goods are removed from 
the vessel’s custody, the delivery by the ship shall be prima facie 
evidence that the goods were delivered in the like good order and 
condition in which they were received, thus barring the receiver 
from any subsequent allegation or claim for loss and damage. 

And again, if the consignee of damaged goods fails to bring 
suit within twelve month, then he shall be deemed to have no claim. 

Again, the Hague rules provide that neither the carrier nor the 
ship shall be liable for loss or damage arising or resulting from 
unseaworthiness, unless caused by want of due diligence on the 
part of the carrier to make the ship seaworthy, and has secured 
that the ship is properly manned, equipped and supplied. By this 
clause the International Law Association will make a present of 
that provision of the Harter act which inures to the benefit of the 
earrier between American and foreign ports, and in addition thereto 
provides that the claimant must prove that the owner or agent of 
the vessel has failed to use due care and diligence to make her 
seaworthy, etc. 


The Hague rules go further. Their authors, fearful that they 
may have overlooked some point on which the carrier may be. held 
liable by an ingenious shipper, write a blanket clause to the effect that 
neither the carrier nor the ship shall be responsible for loss or 
damage arising or resulting from any other cause, arising without 
the actual fault or privity of the carrier, or without the fault or 
neglect of the agents, servants, or employes of the carrier. This 
blanket clause might affect the negligence of the carrier in receiving, 
loading, stowing and discharging, all of which liabilities at the present 
time are on the carrier. 

Mr. Haight, the New York attorney who appears to champion the 
Hague rules, and who was the chairman of the bill of lading com- 
mittee of the International Chamber of Commerce, very cleverly 
glosses over many of these points in his recently published articles. 
Nevertheless, the shipping public feels, to some extent, that the pub- 
lication and promulgation of these Hague rules by the International 
Law Association is indication of a desire of the carriers to meet with 
the shippers and co-operate with them. 

Mr. Haight is a lawyer engaged 
occupies an eminent position in the councils of the International 
Law Association, International Chamber of Commerce, and _ the 
Chamber of Commerce of the United States, but when he and his 
associates, on behalf of the carriers, offer these Hague rules to the 
public as a sedative, shippers are apt to question their bona fides. 
Timeo Danaos et dona ferentes. 

It is further urged by all parties interested as shippers of cargo 
that the shippers create a special committee to represent them in 
further conferences with the Maritime Law Association of the United 
States or the International Law Association, with committees of 
Congress and the Interstate Commerce Commission, for the purpose of 
agreeing with the carriers on a uniform bill of lading which would 
3 = _ be — eg Fy is to 7 “a. It is hoped that the 

ational Industria raffic League of the United States will tak > 
lead that it should take in this matter. vo 

It is further hoped that the Chamber, of Commerce of the United 
States will invite the National Industrial Traffic League’s committees 
to these conferences before again giving any contenance to the 
findings of a committee on bills of lading on which the shipper is not 
represented. 


C. B. Heineman, vice-president of the Institute of American 
Meat Packers, has been appointed chairman of the league’s bill 


in admiralty practice and 
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of lading committee, succeeding Frank Bentley, traffic ma 
of the Illinois Steel Company, who asked to be relieved. 


IRON AND STEEL RATES TO PORTS 


The Trafic World Washington Buregy 


The Mississippi Valley Association has sent a protest to 
the Commission against the failure of the east and west rail. 
roads serving the big industrial centers of Central Freight Asgo. 
ciation territory, to join with southern carriers in publishing 
rates on export iron and steel which will equalize Gulf and 
south Atlantic ports with the north Atlantic ports, as was the 
fact during the latter part of federal control. The protest was 
signed by Senators McKinley and McCoormick of Illinois, Willis 
of Ohio, Spencer and Reed of Missouri, Kenyon of Iowa, Town. 
send of Michigan, New and Watson of Indiana, and Capper ang 
Curtis of Kansas. In their protest the senators and the associa. 
tion said: 

“Recent developments in the railroad rate situation cop. 
stitute so grave a menace to the commercial interests of the 
entire Middle West, that we, representatives in Congress of 
that territory, feel that it is incumbent upon us to address to 
you a protest against the establishment of conditions that can 
only serve to cripple the expansion of the foreign trade of the 
United States. 


“When the eastern and western railway systems of the 
country recently refused to follow up their reduction of rates 
on steel and steel products to north Atlantic ports by concurring 
in similar reductions to southern ports, they nullified the equal- 
ization of rates on exports moving from middle western tervi- 
tory. This equalization has been beneficial, not only by giving 
the exporter of those states a diversity of outlets to the sea, 
but has provided him with a safeguard in the case of congestion, 
or other disabilities, occurring at any port, by leaving him free 
to ship on equal terms to any other port where his goods can 
be handled expeditiously. 


“Serious as the present situation is, however, a still graver 
danger is indicated by the reported plan of the railroads to 
extend the scope of their action so that not only steel but ex 
ports of every kind will be included in the preferential reduc. 
tions, or denied the present equalization of rates to the southern 
ports. With this in effect, there will be taken from the shippers 
of Ohio and the greater part of Indiana and Michigan the 
privilege of shipping for export to the southern ports at the 
same rates that apply from the territory to north Atlantic ports. 
Not only will this affect the commerce of these states directly, 
but every state in the Middle West must suffer indirectly, for 
the result will be a marked reduction in the cargoes carried 
from southern ports and a consequent reduction in the services 
out of those ports, with resultant diminution in the ocean ship 
ping facilities available for the entire Middle West, the pro- 
ducer of more than half of the exports of the United States. 

“The maintenance of the equalization of the rate structure 
on exports and imports is so vital to the development of the 
entire country’s commerce, as well as to that of the Middle 
West, that we venture to hope that your Commission will lend 
the full measure of its protection to prevent the carrying out 
of policies inimical to the national welfare.” 


The east and west railroads have always refused to equalize 
the ports because they had no desire or intention to short-haul 
themselves, as would be the fact were they to join north and 
south carriers in such rates. In the latter part of federal cot- 
trol, the Railroad Administration ordered equalization because, 
inasmuch as the money all went into the same till, there was 
no particular interest to be conserved, especially when the 
northern ports were congested. 

A species of equalization was brought about by the South- 
ern Railway before the beginning of federal control, not, how 
ever, with the help or consent of the east and west lines. It 
was brought about by the publication by the Southern of pro 
portionals from the Ohio River crossings, which, when added 
to the locals of the lines north of the Ohio, made the rate to 
New Orleans the same as to New York. 


Protests were made by Central Freight Association lines. 
They claimed that that arrangement forced them to violate the 
long-and-short-haul part of the fourth section against their will. 
They pointed to the fact that the Big Four, under that arrange 
ment, would have to carry freight from Cleveland through Co 
lumbus at a rate lower than would apply from Columbus, al: 
though the Cleveland haul is 138 miles greater than the Colum- 
bus haul. The Commission called attention to the fact that 
the Big Four was not responsible for the part of the rates south 
of the Ohio; that it was receiving for its haul from Cleveland 
to Cincinnati all its local tariffs demanded; and that from Co 
lumbus it received less than Cleveland because Columbns 
nearer Cincinnati than is Cleveland. 

Under the law, as it now stands, the Commission could not 
require the east and west lines to short-haul themselves. No 
could it require the railroads south of the Ohio to establish 
proportionals, which, in all instances, would result in an equal: 
ization of New Orleans and New York. 
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TRADE IN FOREIGN SHIPS 


The Trafic World Washington Bureau 


“Returns for September show that foreign ships carried 67 
per cent of our exports and 60 per cent of our imports,” said E. 
3. Gregg, chief of the transportation division of the Department 
of Commerce. 

Mr. Gregg said that these figures did not include Great Lakes 
cargoes—largely grain and ore shipments—and oil shipments. 

“In July, 1920,” said he, “United States Shipping Board 
and United States independent ships combined carried 42 per 
cent of our exports and 64 per cent of our imports. In Septem- 
per, 1921, American ships carried 33 per cent of our exports and 
49 per cent of our imports, a loss of 9 per cent in the case of 
exports and 24 per cent in imports. Combining tonnage figures 
of imports and exports, we find that American vessels carried 35 
per cent of our ocean-borne trade, excluding oil, in September, 
1921, as against an average of 41 per cent for the 15-month 
period.” 


TO KEEP VESSELS ON SCHEDULES 


The Trafic World Washington Bureau 


The Shipping Board has made the following announcement: 
“Chairman Lasker stated that instructions had been issued 


to the president of the United States Shipping Board Emergency 
Fleet Corporation that henceforth shipping board steamers will 
be kept on commercial schedules with a view to giving merchants 
in this country further facilities for doing business and greater 
confidence in the operation of government tonnage. 

“Undoubtedly this action on the part of Chairman Lasker 
will be of the greatest penefit to exporters throughout the coun- 
try, and it is confidently expected that materially increased sup- 
port of American flag vessels will be immediately forthcoming. 

“It means that shipping board steamers will conform to the 
best foreign practice and place these vessels in a much stronger 
competitive position.” 


FLEET CORPORATION FINANCES 


The Trafic World Washington Bureau 


Total assets of the Emergency Fleet Corporation as of July 
1 were $307,400,000 in round numbers and liabilities totaled 
$115,878,000, according to Joseph W. Powell, president. The 
special accountants who have been at work on the corporation’s 
books have just completed the first statement on assets and 
liabilities. 

The following items in the list of assets were given: Cash 
assets, $33,000,000; accounts and notes receivable, $33,954,000; 
accounts receivable from managing agents, $9,360,000; operating 
supplies, $10,850,000; surplus materials for sale at inventory 
value, $35,561,000; land, structures and equipment for sale, 
$42,229,000; mortgages and securities, $10,865,000; accounts and 
notes receivable for ship sales not secured by mortgage, $16,- 
375,000; accounts and notes receivable for ship sales secured 
by mortgages, $98,997,000; real estate and equipment used in 
operations, $3,967,000. 

Mr. Powell explained that unexpended appropriations and 
the value of ships were not included in the above. 

He stated the liabilities as follows: Accounts and vouchers 
payable, accounts payable managing agents, accounts payable 
charter hire, and refunds of deposits and collections, $71,482,000; 
obligations assumed in acquisition of certain properties, $2,109,- 
000; reserve as against values shown in inventories of surplus 
materials, land, structure and equipment (this covers probable 
depreciation of these items), $42,287,000; total, $115,878,000. 
These figures are exclusive of the claims against the corpora- 
tion. Mr. Powell said he regarded the statement as significant 
because it enabled the Corporation to know just where it 
stands. Since July 1, he said, the Corporation had probably lost 
$25,000,000, but had received $48,000,000 in appropriations from 
Congress. 


SHIPPING BOARD FOREIGN PERSONNEL 
The Traffic World Washington Bureau 


A. J. Frey, vice-president of the United States Shipping 
Board Emergency Fleet Corporation, has announced that plans 
have been completed whereby the personnel of the United States 
Shipping Board Emergency Fleet Corporation in European ports 
is expected to be 100 per cent American by January 1, 1922. 

All aliens will be eliminated from the foreign pay roll of 
the corporation, according to Mr. Frey, the work of retrenchment 
and Americanization being carried out by J. F. Sheedy, the 
European representative of the Fleet Corporation. 

Reports from abroad show that on June 15 the European 
Personnel consisted of 589 employes involving a total pay roll 
of approximately $980,000. The report of November 12 indi- 
tates that the number has been decreased to 424 and the pay 
Toll reduced to $780,000 with still further reductions to be made 
lM force and expense in operation. 

The latest figures from Mr. Sheedy show that on September 
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380 there were 177 Americans employed in European ports against 


272 aliens. This proportion has been greatly lessened since that 
date and by the end of the year i920 there will only be 100 
per cent Americans on the roster. 

At present the administrative offices are practically all held 
by Americans, the minor posts or clerical work being performed 
by aliens. 


DISPOSAL OF FLEET PROPERTY 


The Trafic World Washington Bureau 


“The Merchant Shipbuilding Corporation and the Emergency 
Fleet Corporation have reached a satisfactory understanding as 
to the method of carrying out the terms of their original con- 
tract, which required the latter to remove its equipment and 
material after the completion of the construction of the ships,” 
said Sidney Henry, commercial manager of the Emergency Fleet 
Corporation. 

“In carrying out this general plan for the disposal of the 
Fleet’s property at the Harriman, Pa., plant, W. P. Willetts has 
been appointed sales manager for all property located there. 

“It is the desire of the Fleet Corporation to dispose of all of 
its plant equipment and surplus supplies at this place at the 
earliest possible date and the sale will therefore begin at once. 

“All those interested should get in direct touch with Mr. 
Willetts, who has authority to sell direct and to negotiate sales, 
which can be effected without delay. 

“There is available for sale at this plant a full line of 
machine tools and equipment, such as would be found in a large 
modern shipyard, together with all classes of material and 
supplies used in the construction and outfitting of steel ships.” 


FOREIGN SHIP CONTRACTS 


The Trafic World Washington Bureau 


Senator Ransdell of Louisiana, who recently criticized the 
railroad companies that have reciprocal traffic agreements with 
steamship companies under foreign flags, will urge as an amend- 
ment to the railroad funding bill a proviso reading as follows: 

“That no portion of the fund arising from the sale of bonds, 
notes and securities authorized herein shall be used by the 
President for the purpose described in section 202 hereof, to 
settle with those transportation systems which have preferen- 
tial contracts with foreign ship companies, so long as the con- 
tracts continue in effect.” 


EGYPTIAN COTTON AGREEMENT 


The Trafic World Washington Bureau 


Vice-President Love, of the Emergency Fleet Corporation, 
announces that cable advices from London have been received 
giving the text of the agreement on the Egyptian cotton situa- 
tion between Liverpool liners and the Shipping Board. 

By the terms of the agreement vessels operated by the 
Shipping Board are to receive fifty per cent of the business on 
direct and indirect shipments. 

The first ship, the Ophis, will go on this berth at Alexandria 
December 15. 

The agreement is to exist for two crop years. 


FRUIT SHIPMENTS VIA CANAL 


Declared shipments of fresh fruits in refrigerated or ven- 
tilated space through the Panama Canal during the eight months 
ended August 31, 1921, aggregated 7,132 tons, according to the 
Panama Canal Record. Of this quantity, 5,927 tons were shipped 
from the west coast of the United States, 1,193 tons from Aus- 
tralia and New Zealand, 10 tons from the west coast of South 
America, and 2 tons from the west coast of Central America. 

All of the fruit from Australasia and 149 tons of that from 
the west coast of the United States, an aggregate of 1,342 tons, 
went to the United Kingdom. The two tons from the west coast 
of Central America were discharged at Cristobal, and the ten 
tons from the west coast of South America went to the United 
States. The 5,927 tons from the west coast of the United States 
were distributed as follows: To the United Kingdom, 149 tons; 
to other countries of western Europe, 1,023 tons; and to the 
east coast of the United States, 4,745 tons. 

In the fresh fruit trade the unit is boxes rather than tons. 
Counting 30 boxes to the long ton, the shipments through the 
canal for the period aggregated 213,960 boxes, and those from 
the west coast of the United States 177,810 boxes. 


SERVICE TO HAITI 
The Trafic World Washington Bureau 


Opposition of the packing industry to abandonment by the 
Panama Railroad Steamship Line of service to and from Haiti, 
‘West Indies, as is being urged by competitors of the line, has 
been expressed in a letter sent to Secretary of War Weeks by 
Charles E. Herrick, chairman of the traffic committee of the 
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Institute of American Meat Packers. 
lows: 


The communication fol- 


Our attention has been called to renewed efforts on the part of 
competitors of the Panama Railroad Steamship Line to discontinue 
the service of this company to Haiti, West Indies, and we desire to 
go on record as strongly opposed to any such action being taken. 

The assistance rendered by the Panama Railroad Steamship Line 
to the shippers to Haiti through their dependable service and the 
equitable freight rates is almost entirely responsible for the develop- 
ment of trade with that country, as their efficient service—both as 
regards the handling of tonnage out and back, as well as the pas- 
senger service—has resulted in frequent and dependable mail service 
so that both orders and remittances are more promptly received, which 
has greatly facilitated the growth of the trade. 

Our members have been appealed to in this connection by their 
customers in Haiti and there seems to be no question but that con- 
tinuance of this Panama Railroad Steamship Line’s efficient service 
is for the best interests of both the shippers and consignees and if 
withdrawn would undoubtedly have the effect of diverting a large 
portion of this tonnage to foreign owned lines, and a corresponding 
loss of trade to this country. 

This service has also benefited Haiti produce exporters, who have 
found it to their advantage to ship their produce via the Panama 
Railroad Steamship Line to New York, transshipping there to Euro- 
pean markets. We are firmly of the opinion that the Panama Rail- 
road Steamship Line furnishes the best available service to Haiti, 
and in the interest of foreign trade with that country we urge you 
to give the matter of continuing this service your most favorable 
consideration. 


SHIPPING BOARD CLAIM SETTLED 


Elmer Schlesinger, chief counsel of the Shipping Board, has 
announced that a claim of $250,000 of the Gould Coupler Com- 
pany of New York against the Emergency Fleet Corporation has 
been settled out of court by the payment of $40,000. The Gould 
company contracted to sell $250,000 of steel billets to the Fleet 
Corporation, which canceled the contract after it had bought 
$40,000 worth of the billets. 





ARRIVAL OF NEW LINER 


The Wuerttemberg, a new Hamburg-American Line steamer, 
is due to arrive at New York November 26 on her maiden trip. 
The Wuerttemberg is an oil-burning vessel of 9,000 gross tons, 
being a sister ship of the Bayern, which recently made her 
first voyage. She is designed especially to carry third-class 
passengers, but also has a large cargo capacity. The Hamburg- 
American Line maintains a joint service with the United Ameri- 
can Lines between New York and Hamburg. Early this year 
the U. A. L. entered in this service the Mount Clay, Mount 
Clinton and Mount Carroll, which are also combination third- 
class passenger and cargo vessels. The Hamburg-American 
Line now has the Bayern, Hansa and Wuerttemberg in the 
service. With these six vessels a schedule of weekly sailings 
will be maintained. 


FLEET CORPORATION PUBLICITY MANAGER 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, has announced the appointment of Ross D. Whytock to be 
publicity manager in New York. Mr. Whytock was chosen from 
the membership of the Ship News Reporters’ Association of 
New York, an organization specializing in news of shipping, and 
of which he has been a member for several years. During the 
war the new publicity manager was a major in the army and 
was control officer of the port of New York. Mr. Whytock is 
a newspaper man of many years’ standing and previous to join- 
ing the staff of the New York Evening World he was Sunday 
editor of the St. Louis Republic. 





SALE OF FLEET MATERIALS 


For surplus materials sold in the last few weeks the Emer- 
gency Fleet Corporation has received approximately $500,000, 
according to President Powell. The prices obtained were above 
the inventory prices, he said, adding, however, that the ma- 
terials sold included some of the best the Corporation has in its 
possession. 





TO BREAK UP WOODEN SHIPS 


The Emergency Fleet Corporation will have five wooden 
ships broken up to see what it would cost to apply the same 
treatment to all the wood ships owned by the Shipping Board. 
The materials taken from the ships will be offered for sale. 


RECONDITIONING OF LEVIATHAN 


The plans and specifications for the reconditioning of the 
Leviathan cost in the neighborhood of $250,000, according to 
officials of the Emergency Fleet Corporation. Bids on the work 
will be received December 29. President Powell made an in- 
spection trip over the vessel November 19 and found it in good 
condition. 


COMPLAINANTS FAIL TO APPEAR 


Owing to non-appearance of the complainants, hearing on 
No. 12955, Huffman Brothers Motor Company vs. New York 
Central, which was scheduled before Examiner Hosmer in Chi- 
cago, November 21, was not held. 
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FURNITURE POLISH AND MOPS 


Hearing on No. 12624, O-So-Easy Products Company and 
Channel Chemical Company vs. Director-General, Abelene & 
Southern et al., was held before Examiner Howard Hosmer in 
Chicago, November 21. The complaint was against ratings of 
first class on furniture polish in glass in all territories, and in 
cans first class in Official and Southern:and 1% times first in 
Western Classification territory. The complaining companies 
asked that the Commission prescribe second class as reasonable 
universally on the product in glass and also on the polish in 
cans in Official territory. In the other two regions third class 
was asked on furniture polish in cans. A universal rating of 
fifth class in straight carloads with a 30,000 pound minimum 
was also asked. 


Traffic witnesses for the two complaining companies, which 
are allied, the one producing a higher grade product than the 
other, also asked for revised ratings on mops and mop handles, 
The mops, they said, were packed in individual metal containers 
for shipment and were rated second class in Official and West- 
ern and first class in Southern territory. Third class, it was 
contended, would be reasonable in all. A rating of fifth class 
in all territories was also asked on the mops, carloads. The 
mop handles, a plain wooden product, varnish dipped, was 
shipped as third class in all territories, they said, although 
it was contended that fourth class would be more reasonable. 


Nuel D. Belnap, attorney for the complainants, introduced 
a number of exhibits in which the furniture polish, which he 
said contained over 80 per cent petroleum base, was compared 
with floor oil and other petroleum products with which he con- 
tended the polish was in competition and which had, in general, 
ratings two classes lower. The mop handles were compared 
with pickets, spokes, baseball bats, and other more or less rough 
lumber products, which all carried lower ratings. 


According to witnesses for the complainants, only $300 was 
collected in loss and damage on shipments made by them dur- 
ing 1920, whereas the freight charges paid were in excess of 
$200,000. 


Representatives of the various classification committees ob- 
jected to the comparisons made, saying that floor oil was not 
comparable to the furniture polish, that it was not used for 
the same purpose, that its value a pound was much less, and 
that it was never shipped in glass. The mop rating, they said, 
was lower than reasonable because it was established to apply 
on scrubbing mops ranging in value from 12 to 30 cents each, 
whereas the product of the complaining companies was, in fact, 
a polisher and was valued at from 75 cents to $1.50 each. 


In docket No. 12597, O-So-Easy Products Company and Chan- 
nel Chemical Company vs. Director-General. Ann Arbor et al. 
hearing on which was held before Examiner Hosmer in Chicage, 
November 22, the complainants asked the Commission to pre- 
scribe rates on furniture polish and oil mops and handles from 
Chicago to intermediate territory, reasonable rates with those 
which it may prescribe on the same commodities from Chicago 
to the Pacific terminals in No. 9086 as maximum. In the latter 
case (55 I. C. C. 733), the Commission decided that the rates 
on the goods mentioned from Chicago to the Pacific terminals 
had been unreasonable and ordered reparation, but did not 
prescribe rates for the future. On petition of the complainants, 
the case was reopened for the consideration of future rates and 
hearing held. No decision was rendered, according to the com 
plainants, up to the present time, and their only prayer in the 
present case was that whatever basis the Commission might 
prescribe to the Pacific terminals be held maximum to inter- 
mediate points. 


The rates in effect to intermediate territory previous to the 
Ex Parte 74 advances were on polish, 2.675, less carload, and 
2.59 carload. These the complainants think ought to be reduced 
to the rates designated as reasonable by the Commission in 
the above cited cases—$2.35 and $1.30 respectively. On mops 
the rates paid prior to Ex Parte 74 were $3.69, less carload, and 
$2.45 carload, and on mop handles $2.675 less carload. The 
rates called reasonable by the Commission in these three in 
stances were $2, $1.50, and $1.35. Analogous articles, accord- 
ing to R. D. Grubbs, witness for the complainants, were accorded 
lower rates during the period under consideration, which was 
subsequent to January 1, 1917. If the Commission should decide 
to name the rates called reasonable to the coast for purposes of 
reparation as reasonable for ihe future, the complainants hope 
to obtain approximately $25,000 reparation on the shipments to 
intermediate territory. 


Cc. B. Ackerman, traffic assistant for the Director-General, 
said that the Commission, in 46 I. C. C. 236, held that any less 
carload commodity rate between Chicago and the coast that was 
below $2.50 was not properly compensatory. Adding the various 
percentage increases to that figure, he said, would make a rate 
of $4.161%4. He said that the less carload shipments ought prop- 
erly to move on class rates and asserted that there were numer 
ous commodities moving less carload in greater volume than 
those involved through the same territory on which full class 
rates were assessed. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


a 


COLORS FOR WAYBILLS 


Editor The Traffic World: 

We have had a number of cases where shipments were 
received billed “collect,” that had been “prepaid” by the shipper, 
thereby causing a double collection and very often necessitating 
the entering of claims for overcharge. 

Such errors have occurred mostly in connection with ship- 
ments that were re-billed at junction points. 

It is the writer’s belief that if the carriers in general would 
adopt a certain color waybill, say yellow or pink for prepaid, 
and white for collect shipments, much of the work of correcting 
and adjusting errors above referred to could be avoided. 

It might also be well if a certain color waybill were adopted 
to cover order notify shipments, as the bills of lading for such 
shipments are of different color from those covering straight 
shipments. Carl Alber, 
Assistant Traffic Manager, 

Foamite Firefoam Co. 


MISQUOTATION OF RATES 


Editor The Traffic World: 

In re agitation for amendment of the act to regulate com- 
merce, relative to the misquotation of rates: 

While it has long been recognized that the situation was con- 
trolled entirely by the provision of section 6 of the act, there 
has of late, especially since the issue of the transportation 
treatise, by Karl Knox Gartner, existed a belief that damages 
could be recovered because of losses endured through misquota- 
tion of rates, in accordance with section 8 of the act, which pro- 
vides: 





Camden, N. J., Nov. 16, 1921. 





That in case any common carrier shall omit to do any act, matter, 
or thing in the act required to be done, such carrier shall be liable 
to the person injured thereby for the full account of damages sus- 
tained in consequence, together with reasonable attorney fees. 


Inasmuch as section 6 binds carriers to an obligation to 
provide, after written request made upon an agent of the car- 
rier for a written statement of the rate applicable to a described 
shipment, under tariffs to which such carrier is a party, it might 
be concluded, in reason, that the carrier has omitted to do what 
the act provides, and for such failure is chargeable with the 
damage sustained through this omission. 

N. E. Boucher, 
Secretary, Cedarmen’s Traffic Ass’n. 
Minneapolis, Minn., Nov. 16, 1921. 


CLEAR SHIPPING TERMS 


Editor The Traffic World: 

The surest way of getting what you want from the other 
fellow is to make it impossible for him to give you anything 
else. We recommend traders to insist on the quotation they 
want, “the way they want it.” 

Recognizing that absolute clarity of meaning is the only 
way of avoiding the troubles arising out of variously interpreted 
shipping terms, it is advisable that traders, in requesting or 
entertaining quotations from new connections, insist on a clear 
definition of the shipping terms used. In other words, when 
ocean shipment is desired, specify “f. 0. b. vessel’ and “ship- 
ment by vessel.” 

In view of all that has been said and written on the subject 
of misunderstood shipping quotations, traders should be fa- 
miliar by this time with the fact that “f. o. b.,” for instance, has 
a universal meaning in the domestic commerce of the United 
States of “free on conveyance at originating point” (whether 
rail, canal, lake or seaboard); and that the word “shipment” may 
similarly mean forwarding by rail, motor truck, or any other 
type of conveyance. Thus it comes that solid, reputable Ameri- 
can shippers long established in domestic trade may use these 
terms in quoting to overseas buyers without realizing that the 
words carry a vastly different significance to their customers. 

As readers of this article will recall, American publications 
have tried consistently to point out the difficulties to traders 
and to explore every avenue that might lead to a solution. In 
this connection they recently undertook, on behalf of some of 
the British trade associations, to suggest a distinction of practice 
among American shippers as between domestic and export 
transactions. 

In the opinion of the American trade bodies, the weight of 
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domestic practice in the United States with its established dif- 
ferent meaning for these terms is such that it would be a “hope- 
less and futile task to attempt to give these words a special 
meaning for export trade which they do not hold in the general 
business practice of the country.” The pointing out of sources 
of trouble of one kind or another cannot but be of value in 
avoiding future difficulties. 

At the same time, no amount of exhortation will prove of 
value if the object sought is not feasible. While we have rec- 
ognized the fact that f. o. b. named port, correctly interpreted, 
should mean “on board export vessel,” the fact remains that 
f. o. b. in the domestic trade has an entirely different meaning, 
and one which is not going to be altered. It is, therefore, the 
part of wisdom and common sense to make it perfectly plain 
what is being discussed, and to quote f. o. b. vessel named port, 
if that is what is meant. No amount of custom or international 
practice can prevent error as well as clarity of expression can. 

Similarly, the meaning of the word “ship” and “shipment” 
came up for discussion in this country a year ago. While it 
may be very true that these words were applicable only to ves- 
sels in England, they are not so applicable in this country, and 
it is a hopeless and futile task to expect to give these words a 
special meaning for export trade which they do not hold in the 
general business practice of the country. Here again it is much 
better to be specific and to say exactly what is meant rather 
than to read interpretations into a given word. If “shipment 
by ocean vessel” is meant, why not state it? These remarks 
are offered with a sincere desire to obtain the same ends which 
you seek. 

The fact remains that export trade is still a small fraction 
of the total annual trade. of the United States, and that both 
“f. o. b.” and “shipment” are terms generally recognized in 
trade throughout this country to indicate “f. o. b.” cars and 
“shipment” from factory or warehouse. 

The best practical answer to the problem is for importers 
to recognize this situation and to demand a clear definition of 
terms as applied to export shipments—for instance, “f. 0. b.” and 
“shipment by vessel.” To revolutionize practice in this country, 
in consideration of the long establishment of domestic defini- 
tions is something akin to planning to have the tail wag the dog. 
It is much simpler to carry on a steady line of educational propa- 
ganda, calling for the development of clear and specfic terms 
of sale, than to attempt to secure a new interpretation for 
phrases of long standing in the domestic trade of the United 
States. 

The key to the situation would seem to lie, therefore, in 
individual practice, and, indeed, if individual action becomes 
sufficiently uniform the result is the standarization aimed at 
in the first instance. 

Let the buyer, therefore, armed with this knowledge of 
American domestic practice and the factors underlying it, insure 
his ‘own protection in dealing with new American houses by 
demanding the unmistakable export quotations: “f. 0. b. vessel” 
or “shipment by export vessel.” 


Needless to say, as relations continue and mutual practices 
become familiar, the question would hardly arise at all. 
W. A. Dunnett, Traffic Adviser, 
Continental and Commercial National Bank. 
Chicago, IIll., Oct. 27, 1921. 


LABOR AS A COMMODITY 


Editor The Traffic World: 

In your editorial in the November 12 issue of The Traffic 
World, entitled “A Legislative Program,’ you say: “Labor 
is a commodity—or should be one—the price of which is regu- 
lated by supply and demand.” I think that right then you had 
your fingers on the key to the whole railroad problem—but you 
did not turn the key. I am only “thinking,” and it is not my in- 
tention to criticise you, but please bear with me while I think 
a while, and then be as relentless as you wish in your judgment 
of my idea. 

I agree with you that railroad labor, or at least 98 per cent 
of it, is a commodity, but not that it should be so. Reasons will 
be given for this conclusion, but I must lead up to them. I 
cannot see why the management of a railroad should differ 
materially from the management of an industrial, unless the 
railroad becomes so hampered by legislation that “management” 
is no longer more than a meaningless word. It would seem there 
can be little real management under the present laws, and it 
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would seem there is a pressing need for a legislative program 
which will permit of management on a business basis. 

Suppose, if you please, that you are in the lumber business. 
You have two policies to choose from. You can do a large 
business on a small margin of profit, or you can do a small 
business on a large margin, by taking on only orders which will 
net you a healthy profit. The market price always governs, and 
in times of business depression you may be forced to increase 
your business and take less profit, if you have adopted the 
second policy, in order to come out even or ahead of the game. 
We will admit that the depression may be so great that you 
cannot increase the business even by operating on the smallest 
possible margin of profit. Then you have only one course open. 
You must cut your costs. The first item you will consider is 
labor. Even here you will have two alternatives. You may cut 
wages, or yOu may induce your labor to so increase its efficiency 
and productiveness that the costs will be cut without the 
necessity of cutting wages. 

Now, while we are supposing, let’s take a plunge and sup- 
pose on a national scale. Imagine all of the presidents of all the 
railroads in the United States, speaking through one man, to all 
the labor of all the roads, as another man. 

President: “Mr. Labor, there is an insistent demand from 
the public that we cut freight rates immediately. We cannot 
do this and still operate at a profit, except by cutting your wages, 
or—— well, that’s what I want to discuss with you.” 

Labor: “If you’re gently leading up to another cut, you can 
forget it right now.” 

President: “I see a very large task ahead of me. I must 
gain your confidence. I will admit that there have been times 
when you have not received justice, but there have also been 
times when I have not received it. If you will hear me out, 
however, I think you will come to believe that I am in earnest 
and that you can place full confidence in my words. First let 
me say that I have no wish to cut your wages. It is my purpose 
to find a way to avoid that. Listen to my plan. We purchase 
vast quantities of coal, steel, lumber and so on, the cost of which 
runs into many millions of dollars. In the use of these products 
there is a tremendous waste. I have compiled a report based 
on last year’s purchases and traffic, and have shown a unit of 
each of the most important of these purchases, as against a unit 
of traffic hauled. In a third column, I have shown the various 
percentages, and it is possible for you to bring about a sub- 
stantial reduction in these percentages. Now, labor is fre- 
quently spoken of as a commodity, and railroad labor today is a 
commodity, but due to no fault of yours. The fault is with me, 
and I want to correct it. I am going to give you a chance to 
use your brains as well as your hands, and make money by it— 
not some time years hence, but now—this year. If you get 
busy and lop off these percentages, it is going to mean a saving 
of millions, and I propose to give you half the saving in increased 
wages. You are a tremendously big man, and you use an enorm- 
ous quantity of these various commodities. The more efficient 
use you make of them, the more money you are going to make, 
and you will also help to cheapen the price of them, because 
when I am in the market for large quantities of steel, lumber, 
ete., the prices stiffen. The more I need, the higher goes the 
price. The less I need, the more there will be for use in the 
industrial field, at lower figures. If you help keep prices down, 
you stimulate construction work of all kinds in the industrial 
world, and thus make more traffic for us to haul. 


“Your daily work is rather humdrum, I admit, but that 
has been mostly my fault. I have failed to furnish you with 
an incentive to work for better things. I have held out no 
definite reward for extra effort, although unusual labor is always 
rewarded in the end. We won’t argue that point now,however. 
You have no one to look to for inspiration but me, and now I 
am going to furnish it, with the definite reward in cold cash 
if you make good. I am going to do more than that. Your 
inspiration must be kept hot if you are to reach the goal, 
and I will do that by keeping the object constantly before you. 
You will want concrete examples of things that can and have 
been done, so I will begin now with a story which concerns 
a railroad laborer in California several years ago. I will let 
him tell the story himself: 


The first work I was given that reached beyond the jurisdiction 
of the Fresno station began with another small task of the signifi- 
cant type: We were in the midst of the wine-moving season, and 
were having trouble getting the dozen cars we needed for a certain 
shipment. The wine was ready to be loaded and only eight of _the 
cars had come. The morning the men started putting the wine into 
the eight cars, I walked out on the platform to watch them a moment, 
and was struck for the first time by the wastefulness of the old 
method of loading the casks. Always up to that time, one layer of 
them had been put across the bottom of the car, and the remaining 
upper part, half the total space, left vacant. It had been taken for 
granted that if another layer of barrels were put on top of the first, 
they would be knocked about and the wine probably spilled. — I 
needn’t have bothered about it. We were at the height of the ship- 
ping season and there was plenty else to bother about. But the 
thing manifestly had an importance beyond the immediate emergency. 
A little figuring showed that a second deck of casks would leave 
plenty of margin under the weight capacity of the car. Having 
determined this, I called over some carpenters who were repairing 
the station platform, and put the problem up to them. They laid 
a shelf over the first layer of casks and then, as the second layer 
was put in, built braces about the casks which made them perfectly 
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safe. Before the morning was over we had all ‘the wine loaded 
securely in six cars, and had two empties to spare. It was an 
obvious solution. But now see how it worked for me. 

Julius Kruttschnitt, then general manager of the road, came 
into Fresno unannounced that afternoon. That was rather like luck. 
But one of the remarkable things about this attention to significant 
small tasks is the way it seems to have of dragging in luck. The 
division superintendent dropped off Mr. Kruttschnitt’s train in front 
of the station, told me who was abroad, and asked if I had anything 
to show him. I mentioned the wine shipment. The superintendent 
went out and saw it, then took Kruttschnitt to see it. The car 
shortage that had been bothering me had been bothering him, too, 
in a larger way. “This is a sort of work that needs very much 
to be done all over the system,’ he told me. “I wish you’d look into 
some other phases of it. Take wheat, for example. See where we are 
wasting car space on that.’’ You see how one thing led to another— 
and in a way prepared me for the other. The wheat problem was 
almost exactly like the wine problem, only on a larger scale. There 
again, the trouble was mainly that no one had seriously studied 
the problem. The wheat was shipped in bags, and a little investiga. 
tion through the California wheat country enabled me to develop a 
method of packing that was a good deal better than any commonly 
in use. I put this into my recommendation, and along with it sug- 
gested that prizes be offered to the agents in the various states 
who made the best packing records for the following year. The 
recommendation was adopted and it got results. The season before 
the contest started, the wheat shipped from California had footed up 
to just 66 per cent of the capacity of the cars it was shipped in. The 
season of the contest it amounted to 99 per cent! After that I was 
asked to handle the same problem in relation to other commodities, 


“This man was Charles H. Markham, and he is now Presi- 
dent of the Illinois Central Railroad. This story was taken 
from an interview of Mr. Markham by Alfred Pittman, published 
in the October issue of the American Magazine. He furnished 
his own inspiration, had no definite reward to urge him on, 
but he got it just the same. There are hundreds of ways in 
which you can emulate Markham. Railroad presidents have 
no monopoly on brains. I am going to initiate a series of con- 
tests, too. They will furnish you with a new interest in your 
work, and there will be fat cash prizes for the winner, next best, 
and so on. These will be in addition to any wage increases 
which are brought about through your saving efforts. 

“It is often argued that there is only so much traffic to 
haul. The railroads haul it, and that is all there is to it. The 
railroads can only haul such traffic as is offered. They can- 
not increase it, etc. Let’s look into this question. I told you 
how traffic would be increased by helping hold down the prices 
of steel, lumber, etc. Then take Markham and the wine casks. 
See what he did. The wine merchant had his wine moved to 
market and paid for weeks earlier than would otherwise have 
been the case. This released money for re-employment in com- 
merce, and thus made more traffic for us to haul. Yet they 
say a railroad cannot produce traffic. 

“TI am going after our general and division freight agents, 
too. They will have to educate shippers to come to them with 
their rate and other troubles, and then render real assistance, 
where possible. I am going to make them literally ‘look for 
trouble.’ We are somewhat hampered in our rate problems just 
now by the present law, but we are going to bend our efforts 
towards having that changed. Suppose Bill Jones has a dandy 
tract of oak timber and can’t get it to market because he would 
have to pay class rates. He doesn’t know how to get at his 
rate problem, although the Interstate Commerce Commission has 
power to help him. Bill knows there is a Commission, maybe, 
but balks at the delay and expense involved in having his case 
heard. Maybe he never heard of the Commission. Anway, his 
money is tied up in the timber, when it ought to be busy 


‘making more traffic for us to haul. 


“As for the Labor Board—if we can generate a healthy 
confidence in one another and go at this thing in the right spirit, 
the Labor Board will soon die of nothing to do. 

“My case has now been stated. Is it to be friendly co-opera- 
tion, or are we going to fight and strike and just gum things 
up generally for ourselves and the public in general?” 


My point is this. Labor working as it should work, is not 
a commodity. It is a commodity only while the management 
allows it to remain so. There are any number of examples in 
the industrial field which will convince that all of this has been 
done there. There is nothing new or original in the idea. Could 
it be applied to corporations as large as railroads, and if s0, 
wouldn’t it solve the railroad problem if applied generally to 
all roads? 

GEORGE K. RAMSEY, 
Traffic Manager, 
Franpton-Foster Lumber Co. 
Pittsburgh, Pa., Nov. 22, 1921. 


A. T. & N. NOTES AND BONDS 


The Alabama, Tennessee & Northern Railroad Corporation 
has applied to the Commission for authority to issue a promis 
sory note or notes in the principal sum of $399,000 bearing 6 per 
cent interest; to issue $100,000 of prior lien mortgage 36-year 
6 per cent gold bonds; to issue $372,000 of 6 per cent equipment 
trust notes in connection with the acquisition of 250 gondola 
and 50 flat cars and to pledge the bonds and trust notes as 
collateral security for the promissory note of $399,000 which 
will be executed to the United States for a loan of that amount, 
application for which has been made. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


That a Fraud Was Committed by Defendant in the Name of a 
Corporation in Obtaining Delivery of Car Not a Defense: 
(Circuit Court of Appeals, Fourth Circuit.) When a shipper 

delivers property to a carrier on a contract for carriage and 

delivery to a consignee in another state, the property remains 
under the protection of the federal statutes regulating interstate 
commerce until it is lawfully surrendered to the consignee or 

his assignees.— Boyd et al. vs. United States, 275 Fed. Rept., p. 16. 
The placing by a terminal company of a car containing ai 

interstate shipment, under an order bill of lading, on its side 

track to the warehouse of the consignee, but without surrender- 
ing possession to the consignee, held not a delivery which took 
the shipment out of interstate commerce.—Ibid. 

That defendant in obtaining delivery of a car of grain from 

a railroad company by fraud and deception acted in the name 

and for the benefit of a corporation of which he was the principal 

owner, held not a defense, but to render both defendant and the 
corporation chargeable.—Ibid. 


Misdelivery by Carrier Constitutes Conversion: 

(Circuit Court of Appeals, Eighth Circuit.) The delivery by 
a carrier of a shipment of cattle to another than the owner 
and consignee held to constitute a conversion for which the car- 
rier was not relieved from liability by a tender of part of the 
shipment to the owner several months later.—Payne, :Agent, 
U. S. R. R. Administration, vs. Card., 275 Fed. Rept., p. 26. 
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Implied Promise by Consignee, Accepting Cargo, to Pay Demur- 
rage: 

(District Court, S. D., New York.) On delivery and accept- 
ance of cargo, an implied promise by the consignee, to whom the 
bill of lading is assigned, arises to pay demurrage, for which 
the ship had a lien under the bill of lading. Yone Suzuki et al. 
vs. Central Argentine Ry. Co., Ltd., et al., 275 Fed. Rept., p. 54. 
Ship Entitled to Lien Under Bill of Lading for Demurrage at 

Either Port: 

A provision of a charter party, expressly incorporated by 
reference into the bill of lading, “steamer to have a lien for all 
freight, dead freight, and demurrage,” held to give a lien for 
demurrage at either port of loading or discharge.—Ibid. 
Recital of Prepayment of Freight in Bill of Lading Estops Ship 

from Asserting Lien for Freight Against Assignee of Bill: 

Where a bill of lading contained a recital that the freight 
was prepaid, an assignee of such bill, receiving the cargo, can- 
not be held liable for an unauthorized deduction from the freight 
money made by the shipper.—Ibid. 


COMMISSION ORDERS 


Complainants’ petitions for rehearing of Nos. 10815, Spring 
Valley Coal Co. et al. vs. Director-General, A. T. & S. F. et al., 
and 11091, Central Illinois Coal Traffic Bureau vs. Director-Gen- 
eral, A. T. & S. F. et al., have been denied. 

Complainants’ petition to reopen No. 11371, Emerson-Brant- 
ingham Company et al. vs. Director-General, A. T. & S. F. et al., 
has been denied. 

Defendants’ petition for rehearing and reargument of No. 
11375, Meyerdale Smokeless Coal Co. vs. B. & O. and Director- 
General. 

Complainants’ petition for rehearing and for permission to 
file an amended complaint in No. 11685, Early-Foster Company 
vs. Sou. Pac. et al. 

_. The Indianapolis Board of Trade has been permitted to 
intervene in No. 12984, The Exchange of the Cincinnati Grain & 
Hay Exchange Co. vs. B. & O. et al. 

Petition for modification of order filed by complainant in 
No. 11077, Morris & Co. vs. Director-General, A. T. & S. F. 
et al., has been denied. 

The order in I. and S. 1338, class and commodity rates be- 
tween north Pacific coast points, has been modified so as to 
Permit the establishment of rates in compliance therewith on one 
day’s notice. 


THE TRAFFIC WORLD 





1111 





The order in I. and S. 1303, rates to, from and between 
points south of the Ohio River, including the Mississippi Valley, 
entered October 10, as modified by order of October 31, has 
been further modified so as to become effective January 15 
instead of January 1. 

The complaint in No. 11883, Louisiana Bag Corporation vs. 
Director-General, has been amended by making the Atchison, 
Topeka & Santa Fe Railway and others additional parties de- 
fendant. 

On petition of the attorney-general of Minnesota the Com- 
mission has reopened for further hearing Finance Docket 1258, 
in the matter of the application of the Duluth & Northern Min- 
nesota Railroad Company for a certificate of public convenience 
and necessity. 

The Okmulgee District Oil and Gas Association and National 
Association of Independent Oil Producers have been permitted to 
intervene in No. 11512, Brunded Brothers vs.,Prairie Pipe Line 
Co. et al., for the sole purpose of participating in oral argument. 

The Chicago & Alton Railroad Co. and Peoria Railway Ter- 
minal Co. have been permitted to intervene in No. 13110, the 
Minneapolis & St. Louis Railroad Co. vs. Peoria & Pekin Union 
Ry. Co. 

The Cape Girardeau Portland Cement Company has been 
permitted to intervene in No. 12710, the Atlas Portland Cement 
Co. vs. C. B & Q. et al. 

The Public Utilities Commission of Kansas has been per- 
mitted to intervene in No. 13080, Ballman-Cummings Furniture 
Co. et al. vs. A. T. & S. F. et al. 

The Railroad and Warehouse Commission of Minnesota has 
been permitted to intervene in No. 12708, Ballou Brick Co. et 
al. vs. A. T. & S. F. et al., for the purpose of filing brief, on or 
before December 1, and of participating in further proceedings. 

On petition of complainant, the Commission has reopened 
for oral argument No. 11024, Gunnison Valley Sugar Co. vs. 
Denver & Rio Grande, Director-General, et al. 


INTERLOCKING DIRECTORATES 


In additional orders under paragraph 12 of section 20-a of 
the interstate commerce act, the Commission has authorized 
Newman Erb, president and director of the Ann Arbor, to hold 
those positions as well as positions in the Minneapolis & St. 
Louis, the Manistique & Lake Superior, the Middletown & Union- 
ville and the Tennessee, Alabama & Georgia. 

Charles H. Worcester has been authorized to serve as presi- 
dent, treasurer and director of the Ontonagon Railroad and of 
the Houghton, Chassell & Southwestern. 

E. N. Brown, chairman and member of the board of directors 
of the St. Louis-San Francisco, has been authorized to retain 
those positions as well as hold positions with the Kansas City, 
Fort Scott & Memphis, Kansas City, Memphis & Birmingham, 
and the Pere Marquette. 

F. A. Chamberlain has been authorized to serve as director 
of the Minneapolis & St. Louis and as president and director of 
the Minneapolis Eastern Railway Company. 

Jules S. Bache has been authorized to serve as director and 
vice-president and the Ann Arbor and to hold positions with the 
Minneapolis & St. Louis, the Manistique & Lake Superior and 
the Toledo, St. Louis & Western. 

Richard Billings has been authorized to serve as president 
and director of the Woodstock Railway Company and as director 
of the Boston & Maine. 

The Commission has authorized H. R. Kurrie to serve as 
president and director of the Chicago, Indianapolis & Louisville, 
and director of the Kentucky & Indiana Terminal Railroad Com- 
pany, and H. T. Evans to serve as comptroller of the C. I. & L. 
and as a director of the Kentucky & Indiana Terminal. 

A. F. Banks, president and director of the Elgin, Joliet & 
Eastern, and other officials of the same company, have been 
authorized to retain their positions in affiliated companies. 

F. B. Grier has been authorized to serve as president and 
general solicitor of the Charleston & Western Carolina and di- 
rector of the Carolina, Clinchfield & Ohio of South Carolina 
and the Savannah River Terminal, and A. W. Anderson to 
serve as vice-president and general manager of the Charleston 
& Western Carolina, and director of the Savannah River Termi- 
nal and the Augusta & Summerville R. R. Co. 


L. O., P. & G. ABANDONMENT 


The Live Oak, Perry & Gulf, without objection from any- 
body, has been authorized to abandon a two-mile branch in 
Taylor county, Florida, built in 1914 to enable the Standard 
Lumber Company to take out timber. Two years ago the saw- 
mill burned down. The site was used for a short time as a 
logging camp, but that has been abandoned. Since the abandon- 
ment of the logging camp not a pound of any kind of traffic 
has passed over the rails which are to be taken up. The At- 
lantic Coast Line furnished the rails, the lumber company the 
ties and the labor cost of laying the branch was $2,430. Nota 
cent of capital securities was issued to cover the cost of the 
branch. 
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LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


Observance of Armistice Day in the week ended November 
12 and the fact that state and local election were hold November 
8, coupled with expected seasonal decreases, resulted in revenue 
freight loading dropping to 753,046 cars in that week as com- 
pared with 829,722 cars in the preceding week and 952,621 cars 
in the week ended October 29, or a decrease for the two-week 
period of approximately 200,000 cars. 

Loading in the weeks of 1920 and 1919 corresponding with 
that ending November 12 totaled 927,586 and 808,304 cars, re- 
spectively. 

As compared with the week ended November 5, there were 
decreases in the week ended November 12 in the loading of 
grain and grain products, coal, coke, forest products, ore, mer- 
chandise, L. C. L., and miscellaneous freight. There was an 
increase from 31,126 cars to 34,269 cars in the loading of live 
stock. 

Loading by districts in the week ended November 12 and 
in the corresponding week of 1920, according to the weekly 
report of the car service division of the American Railway 
Association, was as follows: 

Eastern district: Grain and grain products, 7,994 and 5,589; 
live stock, 3,530 and 3,589; coal, 39,357 and 58,098; coke, 1,883 
and 3,182; forest products, 4,254 and 7,070; ore, 2,708 and 9,966; 
merchandise, L. C. L., 59,347 and 47,662; miscellaneous, 65,542 
and 90,844; total, 1921, 184,615; 1920, 226,000; 1919, 197,208. 

Allegheny district: Grain and grain products, 2,906 and 
2,562; live stock, 3,607 and 4,091; coal, 39,974 and 66,124; coke, 
2,791 and 7,274; forest products, 2,443 and 3,327; ore, 2,616 and 
11,613; merchandise, L. C. L., 40,677 and 39,586; miscellaneous, 
53,406 and 66,436; total, 1921, 148,420; 1920, 201,013; 1919, 168,- 
530. 

Pocahontas district: Grain and grain products, 194 and 121; 
live stock, 287 and 280; coal, 21,732 and 25,068; coke, 169 and 
848; forest products, 1,246 and 1,689; ore, 1 and 178; mer- 
chandise, L. C. L., 5,896 and 5,110; miscellaneous, 3,285 and 
4,146; total, 1921; 32,310; 1920, 37,4385; 1919, 34,065. 

Southern district: Grain and grain products, 2,842 and 2,537; 
live stock, 2,025 and 2,549; coal, 22,759 and 29,656; coke, 547 and 
1,276; forest products, 16,919 and 17,388; ore, 513 and 2,722; 
merchandise, L. C. L., 37,444 and 34,960; miscellaneous, 36,908 
and 39,030; total, 1921, 119,957; 1920, 130,118; 1919, 115,052. 

Northwestern district: Grain and grain products, 8,906 and 
11,106; live stock, 9,277 and 10,650; coal, 7,133 and 11,231; coke, 
741 and 1,925; forest products, 11,905 and 13,405; ore, 1,364 and 
21,564; merchandise, L. C. L., 26,455 and 27,410; miscellaneous, 
28,315 and 34,604; total, 1921, 94,096; 1920, 131,895; 1919, 124,182. 

Central Western district: Grain and grain products, 8,359 
and 8,636; live stock, 12,648 and 14,726; coal, 17,513 and 25,383: 
coke, 183 and 469; forest products, 6,542 and 5,775; ore, 687 and 
3,005; merchandise, L. C. L., 30,497 and 29,789; miscellaneous, 
37,700 and 45,153; total, 1921, 114,129; 1920, 132,936; 1919, 113,- 
598. 

Southwestern district: Grain and grain products, 3,201 and 
3,956; live stock, 2,895 and 3,026; coal, 3,841 and 7,314; coke, 136 
and 141; forest products, 7,352 and 7,602; ore, 769 and 635; 
merchandise, L. C. L., 15,623 and 16,744; miscellaneous, 25,702 
and 28,771; total, 1921, 59,519; 1920, 68,189; 1919, 55,669. 

Total, all roads: Grain and grain products, 34,402 and 34,507; 
live stock, 34,269 and 38,911; coal, 152,309 and 222,874; coke, 
6,450 and 15,110; forest products, 50,661 and 56,256; ore, 8,658 
and 49,683; merchandise, L. C. L., 215,439 and 201,261; miscel- 
laneous, 250,858 and 308,984; total, 1921, 753,046; 1920, 927,586; 
1919, 808,304. 


OIL REPARATION CASES 


The Trafic World Washington Bureou 


In comments in the nature of exception to Examiner Wood- 
row’s proposed report in dockets numbers 10405 et al., Southport 
Mill, Limited, vs. Director-General, as agent, et al., Stewart R. 
Barnett, traffic manager for the complainant, said the latter ex- 
cepted “to Examiner Woodrow’s report in toto, and respectfully 
requests the Commission to overrule it and reaffirm the original 
decision in 55 I. C. C. 154-162.” 

“Examiner Woodrow,” continued Mr. Barnett, “presents 
nothing which was not already before and which had not already 
ben passed upon by the Commission in Examiner Eddy’s report, 
which was served July 24, 1919, which latter report was over- 
ruled by the Commission for cogent reason, as set forth in the 
decision. These same cogent reasons exist today and justify a 
similar conclusion by the Commission.” 

These are the cases in which the reasonableness of the rates 
on the products of copra and palm kernels are under attack. 
The Commission, in the prior decision, held them to have been 
unreasonable and this phase of the subject has arisen because 
the Commission reopened the case for further testimony and 
argument. In his exceptions to Examiner Woodrow’s report, 
Mr. Barnett said that the examiner’s report indicated that he 
was unfamiliar with the rate structure involved in these com- 
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plaints and that he was laboring under the misapprehension 
that the cottonseed products commodity rates were under at. 
tack. The question of the reasonableness of those rates, Mr. 
Barnett said, had never been raised by the complainant, but the 
defendants had attempted to bring them into issue, and the 
examiner had injected such an issue and that that issue was 
entirely foreign to that which was really before the Commission 
in these consolidated cases. In further criticism of Examiner 
Woodrow, Mr. Barnett said that he, like Examiner Eddy, whose 
report the Commission overruled, seemed to think that the vol. 
ume of tonnage was the controlling factor in determining the 
reasonableness of rates in these complaints. That criticism was 
based on the fact that Examiner Woodrow in his report said, “it 
was impossible to foretell the extent of the copra and palm 
kernel industry, and it was exceedingly doubtful if the volume 
of traffic derived therefrom would equal that of cottonseed prod- 
ucts.” 

Mr. Barnett said that that presupposed, there must be equal 
volume of tonnage of commodity A as compared with commodity 
B, for illustration, before reasonable and lawful rates should be 
established on commodity A. 

“This is economically unsound and his suggestion is in- 
defensible,” said Mr. Barnett. “In others words, he suggests that 
the carriers, before according to shippers of copra and palm 
kernel products (or any other commodity, for that matter) rea. 
sonable and just rates, should determine with certainty that 
the copra and palm kernel products or the particular commod- 
ity on which the rate is requested, should equal in volume of 
tonnage some other commodity of similar transportation char- 
acteristics. The examiner arrives at this conclusion evidently 
on the theory that the Commission, in its original decision, 
found the rates charged to be unjust and unreasonable, because 
they exceed the rates on cottonseed products. The Commission 
did not say the rates charged were unreasonable and unjust 
‘because’ they exceeded the cottonseed products rates. The 
language of the Commission is very plain, to wit: * * * ‘The 
rates charged were unjust and unreasonable to the extent they 
exceeded the rates contemporaneously applicable on _ similar 
products of cottonseed.’ ” 

These are the cases in which Examiner Woodrow spoke of 
traffic reprisals, threatened, he said, by letters shown in the rec- 
ord. He said the threats, while not illegal (or words to that 
effect) were subject to criticism. In regard to that, Mr. Barnett 
said: 

“On sheet 19, the examiner injects matter which has nothing 
whatever to do with the issues in these consolidated cases. The 
fact that complainant endeavored to collect, without further 
litigation and expense to it, an award of damages, determined 
as due it by a tribunal which is duly constituted by Congress 
to make such awards, has nothing whatever to do with the 
reasonable or unreasonable rate, and is simply another attempt 
on the part of the Director-General to becloud the real issue. 
He has failed in his purpose. The letters referred to are a part 
of the record and speak for themselves.” 


CAR LOCATION FIGURES 


The per cent of home cars on home roads on November 1 
was 62 per cent for the country as a whole, according to the 
car service division of the American Railway Association. In 
the eastern district it was 54.5 per cent; in the Allegheny dis- 
trict, 68.9 per cent; in the Pocahontas district, 65.6 per cent; 
in the Southern district, 61.2 per cent; and in the Western 
district, 63.4 per cent. 

The semi-monthly bulletin of percentages of freight cars on 
line to ownership as of November 1 showed the _ following: 
Eastern district, 98.5 per cent, as against 96.8 a year ago; Alle 
gheny district, 98.8 per cent, as against 100 per cent a year ago; 
Pocahontas district, 84.1 per cent, as against 75.8 a year ago; 
Southern district, 97.1 per cent, as against 89.7 a year ago; and 
the Western district, 100.1 per cent, as against 100.2 a year ago. 
Canadian lines, 94.3 per cent, as against 96.6 per cent a year ago. 





SEPTEMBER CAR MOVEMENT STATISTICS 


Car-miles per day averaged 23.8 miles in September, 48 
against 22.7 miles in August and 28.1 in September last year, 
according to statistics compiled by the Bureau of Railway Eco- 
nomics. Tons per car averaged 27.1 tons in September, as 
against 27.4 in August and 30 tons in September last year. The 
percentage of unserviceable cars was 15.4 per cent in September, 
as against the same percentage in August and 7.2 in September 
last year. The per cent of loaded to total car-miles was 65.2 
in September, as against 64.3 in August and 67 in September 4 
year ago. The percentage of unserviceable locomotives was 23.3 
in September, as against 23.5 in August and 23.3 in September 4 
year ago. 


PETITION FOR CONSTRUCTION 
The Osage Railway Company has applied to the Commissio? 
for authority to construct about 11 miles of railroad from For 
aker, Okla., to the Osage County oil field in Oklahoma. 
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CRUDE OIL MINIMUM 


The Trafic World Washington Bureau 


Arguments were heard November 21 on No. 11512, Brundred 
Brothers vs. Prairie Pipe Line Company et al., the case in which 
ihe complainants alleged that a minimum of 100,000 barrels of 
crude oil is unreasonable and otherwise unlawful, because it 
tends to exclude comparatively small shippers of oil from the 
use of the facilities of the pipe lines, which, in 1914, were held 
to be common carriers subject to regulation by the Commission. 
The complainants asked for a minimum of 2,000 barrels. The 
examiner, in his tentative report, recommended that they have 
a minimum of 10,000. The transportation involved is from Okla- 
homa to refineries in western Pennsylvania. 

Edgar E. Clark made his first appearance as a practitioner 
pefore the Commission in this case, having been retained by 
the respondent pipe line companies, all of which are included 
in what is known as the Standard Oil group. Mr. Clark went 
over the whole case for the pipe line companies in support of 
their contention that a large minimum must be maintained to 
assure the financing of the assembling lines, and the transmis- 
sion of the oil with the minimum of contamination. 

Alfred G. Hagerty made the argument in behalf of the com- 
plainants. Their contention is that the high minimum is kept 
in so as to shut out the small shipper and practically confine 
the use of the pipe lines to the Standard group of companies 
or to non-Standard companies of a size that the Standard is 
willing to have regarded as being properly in the oil business. 
In concluding his argument he asked the Commission to pre- 
scribe a minimum that will make it possible for the smaller 
refiners to obtain crude from producers prepared to sell in 
comparatively small quantities. He said that while the respond- 
ents had said the high minimum was maintained for certain 
reasons, such reasons never prevented the extension of the pipe 
line, which was always made wherever the Prairie Gas. & Oil 
Company desired it to be made, regardless of whether the con- 
ditions were or were not such as would have had to be present 
before an extension could be procured for other shippers. 

The arguments proceeded along the same lines that were 
used while the case was on hearing. There was argument on 
practically every question that was asked in that hearing. Frank 
Lyon, H. D. Bushnell and F. J. Flannelly appeared for the Prairie 
Company as they had at the hearings. 


NEBRASKA RAILROAD EXTENSION 
The Trafic World Washington Bureau 


A one-sided argument was made November 21 on No. 11558, 
Ezra W. Cooke vs. Chicago, Burlington & Quincy, in which the 
complainant has asked the Commission to order the Burlington 
to build a thirty-two-mile extension of its railroad from Ericson, 
Neb., to Chambers, Neb., under the authority granted it in 
paragraph 21 of the first section of the interstate commerce 
act. The extension, it has been estimated by the Burlington, 
would cost about $1,100,000, including $70,000 to be paid by it for 
the right-of-way, ninety per cent of which, the complainant 
said, would be furnished the Burlington without cost to it. 

Bruce Scott and Kenneth Burgess appeared for the Bur- 
lngton. Cooke and his associates were not present either in 
person or by attorney. The examiner who heard their testi- 
mony reported that, in his opinion, the public interest did not 
call for an extension of the line. They asked to be heard both 
on the facts and on the law. 

On the facts Mr. Burgess said it would not be reasonable 

for the Commission to require the extension, first, because 
there is not enough business in sight to warrant the construc- 
tion ; and second because if the public interest requires a short 
line from Chambers to Omaha, the Union Pacific or the Chi- 
cago & North Western can provide lines much shorter than 
would be provided by the proposed extension of the rails of 
the Burlington. 
_ “You think we should order the North Western to extend 
Its lines?” asked Commissioner Potter, with a bland smile. 
Mr. Burgess said he had not come to a conclusion on that 
boint, but was merely pointing out that if the public interest 
requires a short line to Omaha, the North Western can provide 
a shorter line with less new construction. 


Mr. Scott said that in his estimation the paragraph is 
Unconstitutional because it proposes that the Commission shall 
issue an order, assuming that the public interest required an 
extension, providing for the taking of private property without 
Compensation; also because of its vagueness. He went into 
an extended review of the cases which have a bearing on the 
Subject, admitting that under the power to regulate commerce 
the Commission could require a rounding out of the facilities 
of a particular company so as to perform the duties it held 
itself out to perform, but not the making of new investment. 

“Would you say that it was unconstitutional if it could be 
shown that the return would be twenty per cent on the invest- 
ment?” asked Mr. Potter. 


_ “The logic of my argument, if it has any, would go to that 
extent,” said Mr. Scott. 


“An order would require us to take 
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the money out of surplus, if any railroad now has a surplus, or 
obtain in some other way, without making a definite method 
for reimburing us.” 

In a colloquy with Mr. Potter Mr. Scott admitted that it 
might not be necessary to hold the paragraph unconstitutional 
if it be admitted that it would be unreasonable, and therefore 
illegal, for the Commission to require an extension under the 
facts in this case. 


PARCEL POST SPECIAL DELIVERY 
The Trafic World Washington Bureau 


The House committee on post offices and post roads has 
recommended to the House passage of a bill (H. R. 8441) grant- 
ing authority to the Postmaster-General to restrict the applica- 
tion of a special-delivery stamp or equivalent stamps and the 
special service thereunder to mail matter of the first class. 


The bill strikes at the practice of users of parcel post of 
placing special-delivery stamps on packages to exedite delivery. 
Postmaster-General Hays, in a letter to the committee, said: 


Under existing law a special-delivery stamp, or 10 cents’ worth of 
ordinary stamps, and the words ‘Special delivery,’”’ written on the 
article in addition to the ordinary postage, when attached to any mail- 
able matter, entitles the article to the special-delivery service at 
offices where such service has been established. It is found to be the 
practice with many large users of parcel post to use a _ special- 
delivery stamp on practically every piece of parcel-post matter de- 
posited in the mails. 


The volume of matter carrying special-delivery stamps is so great 
that it is physically impossible to give it separate treatment and more 
expeditious handling than the ordinary mail matter. Complaints are 
received daily because this special treatment is not accorded all 
matter bearing such stamps. The department is placed in the posi- 
tion of accepting the fee for special-delivery service and being unable 
to always render it. 


TELEPHONE REVENUES 
The Trafic World Washington Bureau 


The operating income of large telephone companies was 
$8,490,719 in August, as against $5,542,350 in August, 1920, and 
$70,755,730 for the eight months ended with August, as against 
$52,912,147 in the same period of 1920, according to compilations 
made from reports to the Commission by the Bureau of Statistics. 


Revenues in August totaled $45,162,536, as against $40,897,- 
045 in August, 1920, and expenses totaled $33,266,416, as against 
$32,807,551 in August, 1920. 

Revenues in the eight months ended with August totaled 
$354,543,331, as against $318,453,947 in the same period of 1920, 
and expenses totaled $257,948,672, as against $244,011,529 in the 
1920 period. 


The ratio of expenses to revenues dropped from 80.22 in 
August, 1920, to 73.66 in August this year, and for the eight 
months ended with August from 76.62 in the 1920 period to 
72.76 in the 1921 period. 





Acquire an Expert Knowledge of: 


1) TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
ethod of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
ities and traffic executives. Write for catalog and 

low cost monthly payment 


plan. 
LaSALLE EXTENSION UNIVERSITY 
Department 1195-TB CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 








Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 
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Questions and Answers 


- 

In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 

; of interstate tr ation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
Fe a sg We do not desire to take the place of the traffic man but to 
ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 

a 


traffic, that it may appear to us unwise to answer or that involves a 
tion too complex for the kind of investigation herein contemplated. 


situa 
ddress Questions and Answers ent, 
Traffic Bervice Corporation, Colorado Duildine, Waskington, D.C. 





* 
Freight Charges—Collection of, from Consignee 

Wisconsin.—Question: Under date of August 31, 1918, we 
shipped a carload of beer to Mr. S., Yates, Mont., which was 
billed out by us at a weight of 40,085 pounds, and, as we belong 
to the Western Weighing & Inspection Bureau, the railroad 
company had accepted this weight under our agreement stamp. 
When a representative of the Western Weighing & Inspection 
Bureau checked our records, he found that we had made a 
mistake in the weight of this car, and that the correct weight 
should have been 45,305 pounds. When we received the under- 
charge correction from the Western Weighing & Inspection 
Bureau, we notified our customer to send us his check for $49.20, 
but we received no reply to our letter. We learned that Mr. S. 
had sold out his business at Yates, Mont., and moved to Shert- 
dan, Wyo., so we addressed several letters to him at that place, 
but the result was that we could not get a reply from him. We 
then asked the Western Weighing & Inspection Bureau to have 
their representative call on Mr. S. personally, and the best in- 
formation he was able to secure was that this party was in 
Sheridan a few days before his arrival, but that he could not 
be found, and further inquiry brought out the fact that Mr. S. 
is now doing odd jobs as a laborer, that his financial condition 
is poor, he having practically nothing. The Western Weighing 
& Inspection Bureau did not present this bill to us before May 
26, 1919, which was almost a year after the shipment had moved, 
and our contention is that had they presented this bill to us 
shortly after the car moved, we would have then been in posi- 
tion to get this amount of $49.20 from the consignee before 
he discontinued doing business with us, but as the matter now 
stands, we will be obliged to pay this amount without obtaining 
any redress. We would, therefore, be pleased to hear from you 
as to whether any decision has been rendered on a matter of 
this kind, which might enlighten us as to who really would be 
liable for this undercharge. 

Answer: The law imposes upon the carrier the duty of 
collecting all of the lawful charges and the decisions of the 
courts hold that the carrier may collect an undercharge from 
the consignor, even though a part of the charges were collected 
from the consignee. See Pennsylvania R. R. vs. Reifel, 154 
N. Y. S. 203; Coal & Coke Ry. vs. Buckhannon River Coal & 
Coke Co., 87 S. E. 376; Pennsylvania R. R. vs. Mogi, 128 N. Y. S. 
643. The fact that the carrier has postponed collection of the 
undercharge does not relieve him of his legal duty and it is no 
defense for the consignor to say that the action should have 
been brought within a reasonable time, so long as the carrier 


has brought the action within the period prescribed by the state 
statute of limitations. 


Damages—Liability of Carrier for 


Illinois —Question: Nearly a year ago we received a con- 
signment of sugar which we bought in New York and which 
had been handled very roughly in its previous trip to New York. 
The shipment was forwarded from New York via boat line to 
Chicago, and upon its arrival we found that there was a shortage 
of about 24,000 pounds, and we accordingly filed claim against 
the transportation company, and after four or five months in- 
vestigation they returned the claim to us and declined claim 
on the ground that, at the time the bill of lading was signed, 
they had placed exceptions on the bill of lading showing that 
the bags were more or less full of holes and torn. 

In declining the claim they stated that their investigations 
had developed the fact that, at the time the goods were deliv- 
ered to the carrier, they were not in good condition, and, there- 
fore, they placed these notations on the bill of lading. Ship- 
ment came forward to Chicago in two boatloads. We have 
taken the matter up with our agents in New York who for- 
warded this shipment, and they advised that, even though the 
bags had shown signs of having holes in same, they had been 
recoopered, and we would greatly appreciate it if you would 
advise us whether or not the carrier was in the right in declining 
the claim or any part of the claim, due to the fact that these 
notations were on the bill of lading, and, if possible, kindly 
quote us a decision covering same. The only way we can 
arrive at the loss is to check the New York weighers’ weight 
against the weights on the shipment received at Chicago, as 
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the number of bags received checked short on account of the 
original bags billed, while the bags of sweepings received 
checked over the amount billed. If we should prove that this 
shipment was delivered to the carrier in good condition, that 
is, bags were not leaking or torn, the holes having been patched 
and the bags having been recoopered, would we have any further 
basis for holding the carrier? 

Answer: The general rule, with certain exceptions, is that 
when a common carrier receives goods for transportation it 
becomes an insurer thereof against loss or injury. One of the 
exceptions arises where the injuries are due to the improper 
packing of the shipper. Many decisions apparently hold, without 
qualification, that the full duty of the carrier is simply to carry 
goods in the condition in which they are offered, and that, where 
goods tendered are insufficiently packed the carrier is not liable 
for loss or injury due to such defect, whether the defect in the 
packing is latent or not. There are, however, many decisions 
which hold that the carrier being entitled to reject defectively 
packed goods tendered for shipment, if it accepts for transporta- 
tion goods which it knows are defectively packed, or which by 
the exercise of reasonable care it could have observed were de 
fectively packed, it assume to carry the goods as they are, and 
its common law liability as carrier attaches, and is subject to 
all the liabilities usually attaching to an ordinary shipment of 
the same character. 


In Northwestern Marble and Tile Co. vs. Williams, 151 N. W. 
419, it is said that the better rule seems to be that where the 
carrier receives the shipment, knowing it to be defectively 
packed, he assumes to carry the goods as they are, and the full 
common law liability attaches. The fact that the bill of lading 
bore the notation of the alleged defective packing does not affect 
your rights, because the bill of lading, as a receipt for the goods, 
may be varied or altered by parol evidence. Consequently, if 
you can prove that the bags were in good condition at the time 
of delivery to the carrier, he can be held liable, notwithstanding 
the recitals in the bill of lading. 


Damages—Measure of 


Illinois. —Question: Referring to your answer on page 496 
of The Traffic World of September 11, 1920, to “Texas,” I note 
you do not state whether or not the market value of the lost 
shipment upon arrival at destination is the carload market value 
or the less-than-carload market value. I have been having quite 
a few claims with the carriers, in which our company filed 
claim for the market value of the shipment. The carriers have 
taken exception to the charge which we made, stating that the 
McCaull-Dinsmore decision applied only to grain moving in car- 
load quantities. Kindly give me your views and authorities. 

Answer: There is nothing in the McCaull-Dinsmore decision 
to show that it is limited in its application to grain moving in 
carload quantities. As a matter of fact, the destination value, 
upon which recovery was based therein, is that fixed by the 
common law rule as the basis of recovery, which rule the car- 
riers attempted to set aside by the stipulation formerly carried 
in the uniform bill of lading to the effect that the amount of 
any loss or damage for which a carrier should be liable was to 
be computed on the basis of the value of the property at the 
place and time of shipment. 


The proper basis for your claim is, in our opinion, the amount 
you would have received for the goods, either as a carload or 
as a part of a carload, depending upon whether the whole or 
only a part thereof are lost or damaged, and not what the goods 
could have been sold for by the jobber or retailer. If there is 
an established market value at destination for the goods in the 
quantity for which the claim is filed, this value should be used, 
otherwise, the fair and reasonable value of the goods, is the 
proper basis of your claim. 


Interstate vs. Intrastate Traffic 


Georgia.—Question: Kindly advise if you know of any rul- 
ing of the Interstate Commerce Commission, authorizing shippers 
to consign shipments to distributing points at interstate rates 
and reshipping at intrastate rates. In other words, shipments 
of iron or steel moving from Birmingham, Ala., to Brunswick, 
Ga., moves on an interstate rate, and this factor used in con- 
nection with the Georgia intrastate rate from Brunswick to Val- 
dosta will yield a lesser rate than the through published rate 
from Birmingham to Valdosta. The shipments are consigned to 
a forwarding agent at Brunswick and reshipped in his name to 
the ultimate consumer at Valdosta; however, the identity of the 
freight remains unchanged. 


If you know of any ruling of the Commission permitting this 
practice, I will appreciate your advising me. 

Answer: Under the decisions of both the Interstate Com- 
merce Commission and the courts it is unlawful for shippers to 
bill shipments to a point in one state and then to rebill such 
shipments to a point in another state or to bill shipments from 
a point in one state to a point in another state and to rebill 
shipments to a point in the same state for the sole purpose of 
defeating the lawfully published interstate rate. Kanotex Case, 
34 1. C. C. 271, and 46 I. C. C. 495; T. & N. O. R. Co. vs. Sabine 
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Tram Co., 227 U. S. 111; C. M. & St. P. Ry. Co. vs. Iowa, 233 
. S. 534. 

' The trouble comes in applying this principle to a given state 
of facts, that is, in determining whether or not, under certain 
circumstances, the subsequent movement is an intrastate move- 
ment as distinguished from an interstate movement. 
Jurisdiction of the Interstate Commerce Commission Over Car- 


riers by Water 
Washington.—Question: A shipment is lost moving via 


POSITIONS WANTED OR OPEN 


_GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 











WANTED—Hard boiled rate clerks. Do not answer unless you are 
satisfied you can make good, as we want only rate men who can audit 
freight bills and catch all the overcharges. Address Freight Audit 
Company, 1018 Wabash Ave., Chicago. 


POSITION WANTED—Industrial or commercial traffic department. 
Fifteen years’ local freight office, large trunk line; five years’ indus- 
trial traffic experience. Open for immediate engagement; reasonable 
salary; age 40; married. D. A. N. 401, Traffic World, Chicago. 


POSITION WANTED—By traffic man, age 29. Nine years’ rail- 
way and three years’ industrial traffic experience, clerical and execu- 
tive. General knowledge freight rates, United States and Canada. 
Capable of instituting and managing industrial or short line railway 
traffic department. Greater regard for future than initial salary. High 
grade references. Address G. F. A., care Traffic World, Chicago. 


POSITION WANTED—I want to tie up permanently with some 
well established company that has real traffic or transportation trou- 
bles and appreciates the necessity of having them handled effectively. 
Have had twenty years’ experience in all branches from rate quota- 
tions to formal cases before the Commission. An unusually broad 
general business training will enable me to also handle other depart- 
ments if traffic matters will not require full time. Will furnish satis- 
factory evidence of real exectuive ability. Address J. C. P., care of 
Traffic World, Chicago. 





FOR SALE—Several thousand No. 1 6x8—8 ft. oak railroad cross 
ties. Can also furnish oak switch ties and crossing plank to order. 
~— — mills in operation. L. E. Pearson, P. O. Box 315, South 

end, Ind. 


efereicut NEW ORLEANS—EUROPE 
MEXICO 


Corunna, Santander, Cherbourg, 
Southampton, and Amsterdam, via 
Vera Cruz and Havana 


Sailing from New Orleans 


December 2nd 

S. S. Hollandia.... December 30th 

S. S. Zeelandia January 13th 
First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 


For further particulars apply to 
THE STEELE STEAMSHIP 
LINE, INC., Agents, 

630 Common Street, New Orleans, La. 



















Ellicott Square, Buffalo Union Trust Bldg., 
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San Francisco Warehouse Co., san 


We make a specialty of distributing pool car shipments and warehousing merchandise of 
every description at San Francisco. 


Write us with reference to your San Francisco business. 


Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Old South Bidg., Boston Drexel Bidg., Philadelphia Hippodrome Bldg., Cleveland Van Nuys Bidg., Los eles 13th and K 
i Cincinnati Monadnock Bldg.,San Francisco Alaska Bidg., Seattle — Ww 





















































THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 
BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, tection Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 


Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago nt: M. E. Kienappel, 142 So. Clark St. 
_ Philadelphia Agent: Earn Line, Bullitt Building 


Freight Service 


WHITE STAR DOMINION LINE AMERICAN LINE 
ATLANTIC TRANSPORT LINE LEYLAND LINE 
RED STAR LINE WHITE STAR LINE 


REGULAR SAILINGS 
FROM 


New York Portland, Me. Norfolk 
Boston Montreal Mobile 
Philadelphia Baltimore New Orleans 
Galveston Brunswick 
TO 
London Antwerp Genoa 
Liverpool Hamburg Southampton 
Manchester Danzig Australia and 
Glasgow Gibraltar New Zealand 
Avonmouth Naples 


INTERNATIONAL MERCANTILE 
MARINE COMPANY 


A.C. Fetterolf, Freight Traffic Manager 
OFFICES 
New York, |! Broadway New Orleans, Hibernia Bank Bldg. 
Boston, 84 State St. Galveston, Cotton Exchange Bidg. 
Montreal, McGill — Norfolk, Flatiron Bidg. 
Philadelphia, Bourse Bidg. Minneapolis, Metropolitan Life Bldg. 
Baltimore, Chamber of Commerce Houston, Cotton Exchange Bldg. 


Chicago, 327 So. La Salle St. St. Louls, Cor. 11th and L ’ 
Toronto, 1008 Royal Bank Bids. Mobile, Ala., Mobile — 
\ ortiand, Me., ndia st. 
wae —S— 


625 Third Street 
Francisco, California 
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coastwise steamer line, who issue regular tariffs carrying I. C. C. 
number as well as Shipping Board number. 

Do the provisions of the Cummins amendment to the inter- 
state commerce act apply? The steamship company claim they 
do not and point to the limitation of liability clause in their bill 
of lading. If this is a fact, in all justice, it is about time the 
Interstate Commerce Commission was given jurisdiction over 
steamer lines operating in direct competition with the rail car- 
riers, who have to apply somewhere near the same rates as their 
water competitors or lose the business. Can you enlighten us? 

Answer: Under the interstate commerce act the Interstate 
Commerce Commission has jurisdiction over carriers by water 
only to the extent that they join in through rates in connection 
with rail lines, except as to certain lines such as the Morgan 
Line, which lines are subject to the jurisdiction of the Commis- 
sion, under paragraph 11 of section 5 of the interstate commerce 
act, by reason of their being railroad owned and controlled lines. 

The provisions of the Cummins amendment, namely, section 
20 of the act, do not govern the liability of carriers by water 
in the port-to-port transportation of freight. 


Liability of Carrier for Customs Delay 


New York.—Question: Kindly advise the liability of steam- 
ship companies for delay in delivering merchandise intrusted to 
their care for shipment from one point to another, and what 
recourse can be had where the delay, as intimated by the car- 
riers, is by reason of the customs authorities’ failure to release 
the shipment. 

To be more specific—shipment was forwarded to a port in 
Columbia on a through bill of lading to a city in the interior, 
only a few miles from the port, however. Before the steamship 
company can deliver to ultimate destination, the merchandise 
must pass through custom house at the port and, when release 
is obtained, they are then forwarded to destination. 

Is it the duty of the carrier to follow up the shipment while 
in the custom house so that delivery may be made within a 
reasonable time, or are they absolved from responsibility when 
they have delivered the goods to the port and the customs au- 
thorities interrupt the movement to ultimate destination, for 
which a through bill of lading has been issued? 

Answer: Where the contract is that the shipowner will 
deliver to another carrier that the goods may be reforwarded 
to a further destination, his responsibility in the matter will 
not generally be terminated when the goods leave the ship. 
It is a frequent practice to issue through bills of lading, provid- 
ing for a transit partly by sea and partly by railway. The con- 
tracts thus made vary in character, and the liability of the ship- 
owner depends upon the terms used; but if the bill of lading 
states that the goods shall be forwarded from the port at which 
the shipowner is to deliver them, he binds himself to do what 
is necessary for that purpose, by contracting with the railway 
company and by delivering the goods to them to be forwarded. 
Smith vs. Booth, 122 Fed. 626. 

As to the duty and liability of the carrier when goods are 
detained by customs officials, section 755 of Hutchinson on Car- 
riers provides: “The parties to the contract of carriage must 
be presumed to have contracted with the common knowledge of 
the necessity for customs detention and inspection, and the 
burden is on the shipper to make provision for the passage of 
his property beyond the borders of the foreign territory, if non- 
dutiable. The carrier is wholly powerless to prevent its seizure 
and detention and he cannot be held liable for its destruction, 
either in transit or at the place of destination, while in the 
possession of customs house officials, by a fire which he did 
not occasion, and which he could not, by any possible act of 
diligence, have prevented. But when the governmental power 
prevents the carriage of the goods to their destination until 
the duties are paid, it is the carrier’s duty to take all practicable 
means to notify the consignees, and, failing in that, to notify 
the shippers of the situation. Meanwhile the carrier is at liberty 
to turn the goods over to the customs officers, or to store them 
in a suitable and reasonably safe place. If he fails in that duty 
and damage results, he will be liable for such damage.” 


We do not locate any decision passing upon the liability of 
a steamship for delay in the transportation of a shipment mov- 
ing on a through bill of lading by water and rail to a point in 
the interior of a foreign country, by reason of customs delay, 
but we are of the opinion that, if the delay was in any way 
due to the negligence of the water carrier, either in failing to 
make proper entry of the shipment or in failing to promptly 
advise the shipper or consignee of some requirement necessary 
to the release of the shipment by the customs officials, the car- 
rier could be held liable for any damage resulting from the un- 
reasonable delay, but not for delay which is not the result of 
negligence on its part, but which results solely from the action 
of the customs officials in unnecessarily delaying the shipment. 


Freight Charges—Liability of Consignor for 
Ohio.—Question: On October 4, 1917, we made shipment 
and the railroads are now coming back for freight charges, and 


we would like to know whether or not the railroads can compel 
us to make payment. 


THE TRAFFIC WORLD 
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Answer: The law requires the carrier to collect and the 
party legally responsible to pay the lawfully established rates, 
It is therefore the duty of carriers to exhaust their legal reme. 
dies in order to collect their charges from the party legally 
responsible therefor. It is held by the weight of authority that 
the carrier may collect freight charges from either the consignor 
or consignee, and an undercharge from the consignor, even 
though a part of the charges were collected from the consignee, 
So in the instant case the carrier may hold you for the charges, 
provided the action is brought within the period of limitation 
prescribed by the statute of your state. 


Liability of Carrier for Value of Delayed Shipment 


Minnesota.—Question: In March, 1920, we made a shipment 
of machinery parts to one of our agents in Kansas which we 
were advised had not been received. We at once took the mat- 
ter up with the railroad company, who advised us they had no 
record of delivery. We thereupon made a duplicate shipment 
and entered a claim against the initial carrier, which claim was 
subsequently paid. Shortly thereafter we discontinued this par. 
ticular agency and closed our account with them. A few days 
ago we received advice from the line with whom we had placea 
our claim indicating that the first shipment had been delivered, 
with the reauest that we refund the amount paid us. If we are 
required by law to comply with this request, we have no recourse 
but to stand the loss ourselves, as this particular agency to 
whom the first and also the second shipments were made is no 
longer in business. 

Under the circumstances as we have related them are we 
legally obligated to refund the amount paid us when it would 
seem the delivering carrier was at fault in not advising us of 
delivery of the first shipment? 

Answer: A shipment, however long delayed, must be ac. 
cepted by the consignee. The shipment does not belong to the 
carrier and the delay, under the law, does not constitute a con- 
version of the goods so as to allow suit to be brought by the 
shipper against the carrier for conversion. 

Therefore, as under this rule, a carrier is justified in deliv- 
ering a delayed shipment to the consignee, the carrier is en- 
titled to a refund of the amount paid you for the shipment 
which supposedly had been lost. Were the party who received 
the shipment still your agent, you would have no claim against 
the carrier for the value of the shipment, but only against the 
consignee. 

The fact that the consignee is not your agent at the present 
time does not give you a right of action against the carrier, as 
you still have a right of action against the consignee for the 
value of the delayed shipment. 


Damage—Proof of 


Michigan.—Question: Two cars of oats were loaded and 
shipped to “X.” Soon after their arrival they were inspected 
by a licensed inspector of the Board of Trade, who issued in- 
spection certificates, both carrying the notation that the cars 
were leaking. Soon after the cars were placed at elevators and 
unloaded, and a considerable shortage developed in both. But 
for some reason or other both the inspector and the consignee 
neglected to notify the carriers of the fact that the cars were 
leaking. Claim was filed for this shortage, and carrier refuses 
to pay same, first stating that they were not properly notified 
of the cars leaking, and then state that the cars were not leak- 
ing. In your opinion, are these claims valid and do you believe 
that same could be collected in the courts? 

Answer: The statement in the bill of lading as to the 
weight of the grain received for transportation is prima facie 
evidence of the amount received, and the burden is on the 
carrier to show that the amount stated therein was not received. 

Therefore, if the shipper shows that a bill of lading calls 
for the delivery of a specified amount of grain at destination, 
and then proves, by competent evidence, that a less amount 
was delivered, the presumption arises that the loss was caused 
by the negligence of the carrier, and it then becomes necessary 
for the carrier to prove the contrary by a fair preponderance of 
evidence. See Baker vs. H. Dittlinger Roller Mills Co., 203 
S. W. 798; National Elevator Co. vs. Great Northern Ry. Co. 
163 N. W. 164. 

Damages—Measure of 


Maine.—Question: We have noted with interest your al 
swer to “Washington” on page 522 of September 10 issue of 
The Traffic World, and must admit that we are as much as 
ever confused as to just what is the measure of damages for 
which a claim can be made against carriers. 

We have in mind an instance of a shipment of steel ordered 
in the fall of 1919 for which a certain price was agreed upon, 
with the understanding that the steel would be delivered at 4 
specified subsequent date. This steel moved in August, 1920, 
or about ten months from the date that the contract was made, 
and, due to railroad negligence, the steel was delivered t0 
another concern who had no interest whatever in the original 
transaction. Claim was filed with the delivering carrier, 4 
specified in the bill of lading on the basis of the destination 
market value, which value was considerably greater than the 





Nove 





N 
B 
Q 
P 
L 
L 
Cc 











No, 22 


nd the 
| rates, 
l reme- 
legally 
ty that 
nsignor, 
r, even 
signee, 
harges, 
litation 


t 


ipment 
‘ich we 
he mat- 
had no 
1ipment 
im was 
his par- 
‘Ww days 
_ placea 
livered, 
we are 
ecourse 
ency to 
le is no 


are we 
t would 
g us of 


, be ace 
> to the 
> a con: 
by the 


in deliv- 
r is en- 
hipment 
received 
against 
inst the 


present 
rrier, as 
for the 


led and 
nspected 
sued in- 
the cars 
tors and 
th. But 
onsigneé 
irs were 
» refuses 
notified 
not leak- 
1 believe 


; to the 
ma facie 
, on the 
received. 
ing calls 
stination, 
amount 
s caused 
ecessary 
srance of 
Co., 2038 
Ry. Co., 


your al- 
issue of 
much as 
1ages for 


1 ordered 
2ed upon, 
red at a 
ist, 1920, 
‘as made, 
vered to 
» original 
urrier, a8 
s»stination 
than the 





REGULAR SERVICES 
FREIGHT and PASSENGER 














Between 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
QUEEN ANTWERP BRISTOL 
MOUTH GLASGO 







FONDON 
LONDONDERRY 
CHERBOURG SOUTHAMPTON DANZIG 


















Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
8. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 





Pacific Mail Steamship Co. 


PASSENGERS AND FREIGHT 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports 
in Salvador, Nicaragua and Cuba. 


S.S. Colom bia sails from San Francisco December 12th 
S.S. Venezuela sails from Baltimore November 29th 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-one days 


General Offices: 508 California Street, San Francisco 
10 Hanover Square, N. Y. Continental Building, Baltimore 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
anila, Hongkong 
Passenger and freight sailings by new and luxurious U. S. Ship- 
ping Board 21, 100-ton displacement, 1714-knot, steamers: S. S. 
Hoosier State (December 17th); S. S. Golden State (Jan- 
uary 14th); S. S. Empire State (February 7th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, 
Singapore, Colombo, Calcutta 
Passenger and Freight sailings by new and commodious U. S, 
‘ Shipping Board steamers: S. S. Creole State (December 19th), 
S. S. Wolverine State (January 19th). 


Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 
10 Hanover Square, N. Y. Continental Building, Baltimore 
Managing Agents: U.S. Shipping Board 







Monthly Sailings to Principal Ports 
West Coast, South America—Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars by 4 
604-12 Queen & Crescent Bidg., New Orleans, 


La. 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ 



















New Orleans & 


South American S.S. Co. 
INCORPORATED 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 


BB. BURA  ovccccvccveces Nov. 26 —s_ wc coceee Dec. 1 
i SE 120sé<sceeneee sremeewe Dec. 3 Dec. 8 
SF SS aaa a Dec. 15 
me Dec. 17 Dec. 22 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 





Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
ee eee Dec. 1 
8.8. ae a BEY. (a:5)s os elein ee 'eeelbe'als Sieh. o eee waleior ele Dec. 8 
8.8. #BAYERN ............ an hiiagiatabieaalnvnneuin Dec. 15 
S.S. “MOUNT NEG, so \actse eceewenaneewevless oaeaan Dec. 22 
De, SE! ‘Sancwndicdumimnincadanunanckinasaewsniaws ed Dec. 29 


*Carries third-class passengers. 
Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 
S.S. CALLISTO (Hamburg only—via Baltimore)....... Dec. 10 


BOSTON TO BREMEN AND HAMBURG 
S.S. DEUTSCHFELD (via Baltimore and Norfolk)..... Nov. 29 


S.S. CLARKSBURG (via Baltimore and Norfolk)....... Dec. 22 
BALTIMORE TO BREMEN AND HAMBURG 
S.S. DEUTSCHFELD (via Norfolk) ...............eee00. Dec. 8 
8.8. CALLISTO (Hamburg only)..........cccccccscces Dec. 17 
S.S. CLARKSBURG (via Norfolk).................000. Dec. 29 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


ee EE cs cronnwreice wig sininis sre ele os Rlewibwe owen Dec. 10 
Se SEE sivisiewincso ssawscorinne nobeneen scored Dec. 31 
NEW ORLEANS TO ROTTERDAM AND 
HAMBURG 
BE; PE cits tRe eG esbenkasewuinsenwse Early December 
S.S. WESTERWALD (Hamburg only).......... Early January 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
ee SE ED Gaeccwrcsnebee nce Specs seek Masa Dec. 10 


Loading Pier 21, Pouch Terminal, Clifton, 8S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
Be I I Unica Gri cuca acacia cuswirccumossen Dec. 10 
Loading Pier 21, Pouch Terminal, Clifton, S. IL 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 


327 South LaSalle Street, Chicago Phone Wabash 4891 
BRANCH OFFICES 

40 Central Street, Boston Phone Fort Hill 3084 

Bourse Bldg., Philadelphia Phone Lombard 7050 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310' Sansome St., San Francisce 
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actual amount the consignee paid for the goods, or, in other 
words, the claim was based on the amount that the consignees 
would have been obliged to pay had they gone into the open 
market to duplicate the goods that the carrier failed to deliver. 
The claim has been returned by the railroad with the request 
that the claim be amended to the basis of the value of the goods 
as represented by the invoice. 

What we desire to be enlightened upon is, if, in your opin- 
ion, the consignee is only entitled to redress to the extent of 
the invoice value of the goods, or are they within their legal 
rights in presenting claim based on the amount that it would 
have cost them to replace the goods if they had purchased same 
in the open market at the time the original shipment should 
have been delivered? 

It would seem manifestly unfair that the party to whom 
the shipment was delivered should be called upon to pay only 
the invoice value of the goods, thus obtaining the benefit of the 
business foresight of the original consignee who took advantage 
of the low market conditions. 

We must confess that there have been so many contra- 
dictory interpretations of the McCaull-Dinsmore decision that 
we are all at sea and would like to have you once more give 
your readers the benefit of your expert opinion as to just what 
is the proper basis on which to file a claim of this nature. 

Answer: We must admit that under circumstances such 
as you outline, the original consignee has been placed in a very 
disadvantageous position in the event he must purchase goods 
at a higher price, to replace the goods converted by the carrier 
through its delivery of the goods to the wrong party. However, 
as is well known, any general rule will work a hardship in some 
instances, and this appears to be one of those instances. 

It might be suggested, however, that, instead of filing claim 
against the carrier, the consignee should file suit against the 
party who received the goods, who is liable in damages to him 
as well as to the carrier, in which case he could recover the fair 


and reasonable value of the goods at the time of their delivery 
to that party. 


Liability of Carrier for Damage to Goods Delivered at Non- 
Agency Station 


Colorado.—Question: We recently made shipment of glass 
to our customer at a prepay station. Customer advises us of 
damages upon receipt of the shipment. We accordingly placed 
our claim against the carrier for the damages, which has been 
declined on account of conductor’s report showing no evidence 
of the damage when shipment was placed in the depot at prepay 
station. 

Carrier advises that, as shipment was made at owner’s risk, 
they cannot assume liability. Please advise if we can collect 
this claim, under the circumstances, and refer us to any similar 
cases, if possible. 

Answer. A carrier is not required by law to keep a ware- 
house or a depot at every station along its line, and may law- 
fully stipulate, either expressly or by implication, that it will 
assume no liability as warehouseman, at a flag station where 
it has no depot nor agent, and, that when the goods have been 
delivered on a siding or placed on a platform, delivery will be 
considered complete and the carrier exonerated from any further 
responsibility. 

The uniform bill of lading contains a provision, that prop- 
erty destined to a station at which there is no regularly ap- 
pointed freight agent shall be at risk of owner after being 
unloaded from the car. 

However, inasmuch as, if the claimant shows that goods 
were delivered to the carrier in good condition and arrived at 
destination in a damaged condition, a prima facie case of neg- 
ligence is made out and the burden is upon the carrier to show 
that his liability terminated before the loss or damage occurred, 
the carrier, in the instant case, must apparently show that 


the damage occurred after delivery of the goods and not while 
in his possession. 


Damage—Deduction for Shrinkage 


Virginia.—Question: We have recently filed with the rail- 
road company a number of claims for loss of grain, due to 
leaky cars. 

Order No. 57-A, issued during government control, covering 
loss and damage grain claims, requires the claimant to deduct 
one-eighth of one per cent of the gross weight when claims are 
filed for shortage. Kindly advise me whether we are entitled 
to a refund in the freight paid on the one-eighth of one per cent 
deducted for shrinkage, or whether this freight on the one-eighth 
of one per cent we pay is included in the loss along with the 
grain. 

Answer: In the case of A. B. Crouch Grain Co. et al. vs. 
A. T. & S. F. Ry. Co et al, 41 I. C. C. 717, the Commission found 
that a rule providing for deductions in the adjustment of claims 
for loss of grain in transit of certain percentages of loading 
weight, namely, one-eighth of one per cent on wheat and one- 
quarter of one per cent on corn, as representing natural shrink- 
age, was not illegal or unreasonable 

A shrinkage allowance is based upon the assumption that 
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certain freight containing moisture will shrink in weight during 
its transit from origin to destination, on the average to -the 
extent represented by the shrinkage allowance. 

A carrier, therfore, should not be required to deduct from 
the weight on which its freight charges are assessed, the amount 
represented by the shrinkage allowance, when, in fact, it hag 
transported portions of the amount represented by the shrinkage 


allowance, an indeterminable distance between origin and des. 
tination. 


Overcharge Claims—Time Within Which to File with the 
Commission 


Illinois.—Question: We refer to your November 5 issue of 
The Traffic World, under “Arkansas,” on page 962, regarding 
time for filing claims, and would like to inquire if we have 
interpreted your answer correctly. 

Is the limitation of time for filing overcharge claims fifty 
months, and is the time of government control not to be counted 
within the fifty months? It was our impression that on claims 
previous to 1915 the time limit had expired. 

Answer: Under section 16 of the interstate commerce act 
all claims for the recovery of damages must be filed with the 
Commission within two years from the time the cause of action 
accrues, namely, within two years from the date of delivery or 
tender of delivery by the carrier of the goods shipped. 

Section 206 (F) of the transportation act, 1920, provides 
that the period of federal control shall not be computed as a 
part of the periods of limitation in actions against carriers or 
in claims for reparation to the Commission for causes of action 
arising prior to federal control. 

Section 206 (F) of the transportation act, 1920, as to claims 
arising prior to federal control, therefore, has the effect of ex 
tending for twenty-six months (the period of federal control) 
the two-year period of limitation provided for in section 16 of 
the interstate commerce act, making a total period of fifty 
months from the date of delivery or tender of delivery of the 
shipment, within which such claims may be filed with the Com- 
mission. For instance, a claim for a shipment which was deliv- 


ered December 1, 1917, may be filed with the Commission not 
later than February 1, 1922. 


Liability of Carrier for Damage to Perishable Goods. 


Indiana.—Question: We have several loss and damage 
claims filed on shipments of watermelons shipped last season 
and this season which we consider fair claims, but cannot seem 
to be able to collect a thing on them. They are filed mostly 
on the basis of improper equipment along with a little delay. 

One claim in particular is filed for the market price of a 
number of melons that were decayed beyond usefulness on ar- 
rival. This shipment was loaded into a box car, because nothing 
else could be obtained. There was a delay of from one to two 
days in transit and the railroad company with which this claim 
is filed flatly refuses to consider same, no matter what evidence 
we submit. We have furnished affidavits showing the condition 
of the melons when loaded into this car and also state in same 
that the box car was loaded because nothing else was available. 
This affidavit was furnished by the loader. We have also sub- 
mitted them a copy of the Interstate Commerce Commission 


decision of April, 1895, on improper equipment, which is 4s 


follows: Truck Farmers’ Association of Charleston and vicinity 
against 142 roads, the Pennsylvania being one of the defendants, 
paragraph No. 4: “It is the duty of the carrier to furnish ade- 
quate and suitable car equipment for all the business it under: 
takes and also whatever is essential to the safety and preserva 
tion of the traffic in transit.” Now, if the Interstate Commerce 
Commission made such a ruling why don’t they hold the carriers 
to it? 

Can you enlighten us any on this subject and let us know 
if it is possible for us to collect this claim without taking it into 
the courts? 

Answer: Common carriers are not insurers against injuries 
resulting from the inherent nature of the thing carried, although 
the burden is upon the carrier to show that the damage was 
due solely to inherent defects in the shipment. 

However, it is the duty of a common carrier to provide and 
furnish all reasonable and necessary facilities for the prom)! 
transportation of such goods as it holds itself out to the public 
as engaged in carrying, in such quantities as might reasonably 
and ordinarily be expected to be offered for carriage, and to 
exercise such care as is required to protect the goods from 
loss or injury during transportation. 

The carriers are expected to be prepared with the equ 
ment necessary to handle the average traffic offered them ané 
such an increase as would be expected by managers of expert 
ence, inasmuch as the volume of traffic will vary with the set 
sons and general business conditions; and these contingencies 
ought to be provided for and the law requires them to be. . 

If the proper equipment was ordered in time to permit of its 
being furnished by the carrier for the movement of the melons 
covered by your claims, then, in accordance with the principles 
laid down in such of the decisions of the courts as have dealt 
with this subject, recovery for the damage sustained may ap 
parently be had. See Railway vs. Marshall, 86 S. W. 803 
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“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


ROUTE YOUR CARGO VIA 


Mobile=Gulfport= Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 





Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 


Los Angeles (Wilmington) 
San Francisco, Portland, 
Seattle and Tacoma 


Through Bills of Lading issued to San Diego, Oakland, 
Stockton and Sacramento, Cal.; Astoria, Ore.; Tacoma, 
Wash.; Puget Sound, Hawaiian and Far East Ports 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


§ Due Pensacola to complete loading, 
S.S. MAIDEN CREEK. 1 November 2ist 


Due Mobile late December. 
SS. SATE ET. {Das Pensacola early January 


LIVERPOOL, MANCHESTER AND SWANSEA 


{ Due Gulf November 25th 
Ce. CoV aes ~- ) Loading from Mobile and Gulfport 


LONDON AND HULL 


§ Loading at Mobile 
) Due Pensacola to complete loading Nov. 26th 





For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
11 Water St., New York 


Telephone, Bowling Green, 7394 


Philadelphia, Pa. 
Drexel Building 


S.S. WILDWOOD 


Waterman Steamship Corporation 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 


Baltimore, Md. 


Pittsburgh, Pa. 
Keyser Building 


Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Tacoma 





atiur The Kansas City Southern Railway te 


PACKAGE CARS FROM CHICAGO, ILL., AND ST. LOUIS, MO. 
O 


T 
KANSAS CITY SOUTHERN STATIONS 


Through Chicago Car for Texarkana, Tex., and Shreveport, La. 


Daily from Chicago & Alton R. R. freight depot for Texarkana, Tex., and Shreveport, La., and other Kansas City 
Southern Ry. points south. Also includes package freight to Texas points routed via K. C. S. Ry. 


SCHEDULE: Leaves Chicago C. & A. Manifest train No. 83 at 6:30 P. M. 


Arrives Kansas City 11 A. M. second morning. 

Leaves Kansas City K. C. S. “Sunshine” at 6 P. M. same day. 
Arrives Texarkana, Tex., 4:30 A. M. second morning, or fourth morning from Chicago. 
Arrives Shreveport, La., fifth morning from Chicago. 


ST. LOUIS PACKAGE CARS 


Chicago, Rock Island & Pacific car loading at C. R. I. & P. Ry., Broadway Station, tri-weekly for points south of 
Kansas City, Mo., to Shreveport, La., inclusive, and beyond. This car is handled in C. R. I. & P. manifest train No. 91 
leaving St. Louis at 7:30 P. M., arriving in Kansas City 5:30 P. M. following day. Car is set to our freight house 
under St. Louis seals and redistricted into daily cars, insuring best service to points served by this car. 

_ St. Louis Southwestern Ry. (Cotton Belt) package car loading at St. L. S. W. Ry., Florida St. Station, daily for all 
points south of Shreveport, La., and to connections. This car is handled in Cotton Belt manifest train No. 15 leaving 
St. Louis, Mo., at 9:10 P. M., arriving in Shreveport, La., 2:45 P. M. second day. Car is set to our freight house under 
St. Louis seals and redistributed into daily cars, insuring best service to points served by this car. 


Package freight from points beyond St. Louis, breaking bulk at St. Louis, Mo., should be routed in these cars. 
We Solicit Your Patronage. ‘ 


Direct Connections at Kansas City with all Lines reaching Kansas City. 
We operate 32 Switch Engines in Kansas City, insuring prompt delivery of all traffic same day received. 


See Traffic World October 29th for Map 
H. A. WEAVER, G. F. A. CUT THIS OUT 
Kansas City, Mo. for ready reference in routing your traffic 


\ es ¥ 


J. F. HOLDEN, Vice-Pres. 
Kansas City, Mo. 
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F. D. Forester & Co. vs. Sou. Ry., 61 S. E. 504; M. K. & T. Ry. 
Co. of Texas vs. McLean, 118 S. W. 161, and A. C. L. vs. Geraty, 
166 F. 10. 

Unless the carriers are willing to make a voluntary settle- 
ment of the claim, recovery can only be had against the carriers 
by an action at law, as the Interstate Commerce Commission 
has no jurisdiction over claims for loss or damage. 


Liability of Carrier for Loss of Goods from Car on Public De- 
livery Track 


South Dakota.—Question: A carload shipment received at 
destination, is inspected, freight charges paid and consignee’s 
receipt taken; the consignee commences unloading (flour) and 
is two to three days in doing so. In case of theft occurring dur- 
ing the unloading period, can the consignee hold the carrier 
responsible? Is the consignee supposed to protect himself by 
applying locks to the car doors, or is the carrier obliged to 
furnish seals for the consignee’s car? 

Answer: In its decision in Michigan Central R. R. Co. vs. 
Mark Owen & Co., Case No. 229, October term, 1920, the Supreme 
Court of the United States held that under the bill of lading 
provision that property not received by the party entitled to 
receive it, within 48 hours, exclusive of legal holidays, after 
notice of its arrival has been duly sent or given, may be kept 
in car, depot, or place of delivery of the carrier subject to a 
reasonable charge for storage and to carrier’s responsibility as 
warehouseman only, etc., a carrier is liable for loss of goods 
from cars placed on public delivery tracks of the carrier, within 
the 48 hours’ period, even though the car has been accepted, 
the seals broken and the unloading of the car commenced. 

Through Rate Exceeding Sum of Intermediates 


Pennsylvania.—Question: When a combination of local in- 
termediate rates aggregate a cheaper rate than a published 
through rate, is the use of the combination rate permissible? 
For example, the through rate from A to C is 30 cents; from 
A to B the rate is 15 cents and from B to C the rate is 10 cents, 
thereby making a cheaper combination than the through rate. 

Answer: In accordance with Conference Ruling No. 220 (G) 
of Interstate Commerce’ Commission, the only rate which can 
be used is the through published rate applicable via the route 
over which the shipment moves, notwithstanding the fact that 
the through rate exceeds the aggregate of intermediate rates and 
is therefore unlawful. 

Liability for Error in Destination Shown in Bill of Lading 

Maryland.—Question: Under date of May 23 we forwarded 
a carload of empty wooden cases to a consignee located at 
Marlboro, Mass., and the shipping clerk erroneously showed on 
the bill of lading the destination as Middleboro, Mass., with a 
routing of B. & M. Railroad. This destination, namely, Middle- 
boro, Mass., is a point. located on the New Haven Railroad, and 
not on the B. & M. Railroad, so that, at the time of forwarding, 
the carrier, instead of calling our attention to the incorrect 
routing shown on the bill of lading, construed this routing as 
an intermediate carrier and ignored same by forwarding to 
Middleboro, Mas., over the New Haven Railroad. 


We take the stand that in view of the incorrect routing 
shown on the bill of lading, the agent’s representative should 
have called our attention to same and requested correct routing, 
when the matter of incorrect destination would have been de- 
tected and correct destination furnished. In view of the carrier 
failing to call our attention to this incorrect routing, it meant 
an overcharge of $40.58, account of reconsignment from Middle- 
boro to Marlboro, Mass. 

Kindly advise whether or not our stand that we should be 
entitled to a refund of the reconsignment charge is in order. 

Answer: Inasmuch as no rate was shown in the bill of 
lading and the routing shown therein was not complete, we are 
of the opinion that the carrier did not err in transporting the 
shipment to Middleboro, Mass. Had the term “B. & M. de- 
livery” been shown in the routing instructions, this would have 
put the carrier on notice and have made it liable for the addi- 
tional freight charges necessary to transport the shipment to 
its proper destination. The only damage, if any, which can be 
claimed is that resulting from the failure of the carrier to trans- 
port the shipment to the destination carried in the bill of lading 
via a route which included the B. & M. 

The bill of lading instructions were not impossible of execu- 
tion within the meaning of Conference Ruling 474 (C). 


Liability of Carrier for Loss Resulting from Flood 


New Mexico.—Question: Shipment delivered to Railroad A 
during receiving hours. That same night a flood visited the 
city and shipment was evidently destroyed, as we have never 
received same, there being plenty of time to have received 
same had the shipment come through in the regular manner. 

Claim was filed, but it seems as though the railroad com- 
pany’s records of receiving this shipment were lost as well as 
the shipper’s original bill of lading. We, therefore, have no 
papers to support this claim that the shipment was received by 
them. 

However, the railroad company states that if shipment was 
received by them and destroyed in the flood they are not liable, 
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as this was an “act of God” and, therefore, they are not re. 
sponsible. We would like your opinion as to whether they are 
liable for the amount of this claim in a case of this kind. 

Answer: The burden is upon a shipper to prove that 4 
shipment was delivered to the carrier for transportation. The 
bill of lading issued by the carrier is prima facie evidence gf 
delivery, but proof of delivery may be otherwise establisheg, 

In the event that delivery to the carrier is established, the 
burden is then upon the carrier to show that the goods were log 
or destroyed through some cause for which it is not liable, such 
as an act of God or the public enemy. 

A flood of such extraordinary character that it could not 
have been foreseen or provided against is an act of God, and 
the carrier is not responsible for loss of goods in his possession 
resulting therefrom. 

Therefore, even though proof of delivery to the carrier of 
the shipment was established, if the carrier proved that the logs 
resulted from the flood, which flood was of an extraordinary 
character, no recovery could be had. 


COAL PRODUCTION REPORT 
The Trafic World Washington Bureay 


Loading of bituminous coal decreased in the week ended 
November 12, because of observance of Armistice Day, and also 
because of the fact that state and local elections were held o 
Novmber 8. The current report of the Geological Survey on 
coal production shows that the total estimated output of soft 
coal was 8,466,000 net tons in the week ended November 12, as 
compared with 9,315,000 the week before and 10,956,000 in the 
last week of October. 

Preliminary telegraphic reports for the week November 1+ 
19 indicate a further decline in the daily rate of production. 

The all-rail movement to New England declined somewhat 
in the week ended November 12, reports to the Amrican Railway 
Association showing that 3,032 cars of anthracite and 3,459 cars 
of bituminous coal were forwarded through the Hudson gate. 
ways. Comparison with the week preceding shows decreases of 
277 and 89 cars, respectively. 

“The gradual decline in the movement of soft coal from 
Lake Erie ports continued during the week ended November 13,” 
the Survey said. “Reports from the Ore and Coal Exchange indi- 
cate that a total of 379,611 net tons was handled, or 131,324 tons 
less than the week preceding. In the corresponding week in 
1920 dumpings totaled 681,264 tons. 

The cumulative movement the present season stands at 22, 
352,006 net tons. In comparison with the three years immediately 
preceding, 1921 is 6,717,000 tons behind 1918; 92,377 tons ahead 
ef 1919, and 611,032 tons ahead of 1920. 

“The distribution of soft coal shipped up the lakes this 
season has closely resembled that of 1919. The records of th‘ 
Ore and Coal Exchange show that at the end of October a total 
of 20,865,000 net tons had been shipped, as against 20,757,000 tens 
in 1919. Of the total shipments, 16,415,000 tons, or 78.7 per 
cent, went to American ports, practically the same percentage 
as in 1919. Shipments to Canadian destinations were 4,450,000 
tons. The changes in distribution between the different groups 
of ports have not been great. The movement to American points 
on Lake Superior totaled 9,577,000 tons and accounted for 45.) 
per cent of the total shipments. In comparison with 1919 this 
was both an actual and relative increase. A corresponding de 
crease occurred in shipments to Lake Michigan, which totaled 
5,547,000 tons, against 6,105,000 tons in 1919. 

“The movement of soft coal through Hampton Roads changed 
but little in the week ended October 12. The total of 276,834 net 
tons handled was a decrease of 6,661 tons when compared with 
the preceding week. The decline occurred in foreign bunker 
coal, which fell off 25,992 tons. Coal destined for other purposes 
increased slightly. Exports were 38,812 tons, and New England 
shipments, 172,564 tons.” 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


Surplus freight cars in good order increased from 93,172 il 
the period November 1-8 to 140,189 cars in the period November 
8-15 and the shortage dropped from 4,600 cars to 1,806 cars. 
With the seasonal decrease in loadings in progress, the average 
daily surplus probably will increase. 

The surplus was made up as follows: Box, 51,527; ventilated 
box, 800; auto and furniture, 1,950; total box, 54,277; flat, 9,830; 
gondola, 38,312; hopper, 17,774; total, all coal, 56,086; coke, 
3,783; S. D. stock, 9,480; D. D. stock, 1,677; refrigerator, 430; 
tank, 470; miscellaneous, 4,206; total, 140,189. 

The shortage of 1,806 cars was made up as follows: Box 
162; flat, 37; gondola, 170; hopper, 1,055; refrigerator, 382; total, 
1,806. 





NEVADA-CALIFORNIA-OREGON ABANDONMENT 
The Nevada-California-Oregon Railway has applied to the 
Commission for authority to abandon its line between Hacks 
Cal., and Lakeview, Ore., because the property has been operate 
at a loss. 








Novell 















II, No, 9) 


e not re. 
they are 
ind. 

re that a 
ion. The 
idence of 
tablished, 
ished, the 
were lost 
able, such 


could not 
God, and 
OSSession 


Carrier of 
t the logs 
‘aordinary 


jion Bureay 


ek ended 
/ and also 
e held on 
survey on 
it of soft 
ber 12, as 
00 in the 


ember 14. 
duction. 

somewhat 
n Railway 
3,459 cars 
ison gate- 
creases of 


coal from 
mber 13,” 
ange indi- 
1,324 tons 
* week in 


ids at 22, 
mediately 
ons ahead 


lakes this 
rds of the 
er a total 
7,000 tens 
> 78.7 per 
vercentage 
> 4,450,000 
nt groups 
can points 
d for 45.9 
1919 this 
ynding de 
ch totaled 


is changed 
76,834 net 
ared wiih 
mn bunker 
r purposes 
vy England 


| 
a0) 

gton Burean 
1 93,172 in 
November 
1,806 cars. 
1e average 


ventilated 
flat, 9,830; 
186; coke, 
rator, 480; 


ows: Box, 
382; total, 


ENT 

ied to the 
Hackstafl, 
n operated 





November 28, 1921 



































PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg.Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 





THE TRAFFIC WORLD 


‘*PERSONAL SERVICE”’ 


MERCHANDISE STORAGE COMPANY, INC. uicuterace 


FOURTH AVENUE AND SIXTH STREET, BROOKLYN 


INSIST ON CLEAN—DEPENDABLE—STANDARDIZED WAREHOUSING 


AND SELECT YOUR WAREHOUSEMAN AS YOU WOULD YOUR OWN BANKER 
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Merchandise 


STORAGE 
DISTRIBUTION 


North Kansas City Development Co. 
730 Railway Exchange Kansas City, Mo. 





NEW YORK 


FACILITIES 


Manufacturers—Capitalists 


Wholesalers—Men of Broad Vision 


SANFORD offers the opportunity to emulate the success 
of the late Henry M. Flagler, Florida’s pioneer investor. 


Situated on the headwaters of the St. Johns River, 
SANFORD is an ideal industrial and manufacturing 
center. It possesses most advantageous facilities for water 
and railroad transportation, being the terminus of the 
Clyde Line steamers. The 

very heart of Florida’s most 

fertile farming district is here 

(celery crop alone amounting 

to $5,000,000 annually). 


It is not a Gamble. The 
Community is here and flour- 
ishing. Imposing office build- 
ings, handsome clubs and 
churches and beautiful resi- 
dences. 


We offer Lucrative, Invul- 
nerable Investments. Let us 
place the facts before you. 


Address 


Sanford Chamber of Commerce 
Sanford, Florida 





MUSKOGEE, OKLA. | 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


CHICAGO 
Jos. Stockton Transfer Co. 


1620 South Canal Street, near Taylor Street 


Teaming of Every Description—City 
Distribut 








ors 





Delivery Service and Carioad 


SS nl 


ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 
LOUISVILLE FREIGHT 


Carload, Less than Carload and 


Pool Car Distributors 


Official Transfer Co. for all Louisville Railroads 
Write us—or Phone Long Distance, Main 329 


Louisville Taxicab and Transfer Co., 


ee 





Louisville 


Kentucky 


— 
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Personal Notes 

e tl 

L. H. Correll has been appointed freight traffic agent for 

the Nashville, Chattanooga & St. Louis Railway; at Memphis, 


vice W. R. English, who resigned. 

F. W. Pullen has been appointed traffic manager for the 
Phelps Dodge Corporation, New York City, vice G. W. Feakins, 
who resigned. 

Charles K. Mallory, formerly chief engineer of the Solvay 
Process Company, Syracuse, N. Y., has been appointed manager 
of the dry-dock section of the surplus property department ot 
the Emergency Fleet Corporation. 

The Prepared Roofing Association, Chicago, has appointed 
a special freight rate committee, as follows: R. S. Crawford, 
chairman, Certain-teed Product Corporation, New York City; 
J. P. Brown, Barber Asphalt Paving Company, Philadelphia; 
3. L. Roberts, Barrett Company, New York City; Osborn Van- 
Brunt, Certain-teed Products Corporation, St. Louis; William A. 
Harris, Flintkote Company, Boston; H. S. Loving, Ford Roofing 
Products Company, Chicago; Arthur T. Cavey, Richardson Com- 
pany, Cincinnati. 

The United American Lines have announced the appoint- 
ment of William A. McCarthy as general agent for New York 
State for the American-Hawaiian Steamship Company’s inter- 
coastal service, at Rochester, N. Y. W. M. Penick, former com- 
mercial agent for the Illinois Central at Pittsburgh, has been 
appointed assistant general freight agent for the United Ameri- 
gan Lines, in charge of that company’s newly opened offices in 
Pittsburgh. 


©. C. Jones has been appointed traffic manager and V. F. 
Stanton assistant traffic manager for the Grasselli Chemical 


Company, Cleveland. 
; Thomas E. McAndrews, division freight agent for the Erie 
Railroad at Scranton, Pa., and a graduate of Fordham University 


Law School, has been admitted to the New York bar. 
\: €. G. Lang has been appointed commercial agent for the 
Mississippi Central, at Mobile. LeRoy Morris has been ap- 


pointed assistant general freight and passenger agent for the 
same railroad, at Hattiesburg, Miss. 

J. M. Strupper has been appointed assistant general freight 
agent for the St. Louis, San Francisco & Texas Railway, the 
Ft; Worth & Rio Grande Railway and the Brownwood North & 
Sonth Railway, at Fort Worth, Tex. 


DOINGS OF THE TRAFFIC CLUBS 


The first annual dinner of the Stark County (Ohio) Traffic 
Club will take place at the Hotel Northern, Canton, O., De- 
cember 5. 





The fall meeting of the Association of Railroad and Steam- 
ship Agenis of Boston will be held at the American House, No- 
vember 26. Dinner and a vaudeville entertainment will follow 
the meeting. The annual meeting and election of officers cf 
the association will take place January 7. 

B. A. Worthington, president of the C. I. & W., spoke on 
the relations of capital and labor in conducting a railroad at 
the regular monthly dinner of the Traffic Club of Cincinnati, 
held at the Chamber of Commerce, November 22. He said that 
these two interests, as well as the publie which uses the rail- 
roads, must make certain concessions in order to make private 
operation successful. James Reilly, president of the Chamber 
of Commerce, also spoke. 


RAILWAY MAIL PAY 


The Trafic World Washington Bureau 


On consideration of the joint petition of the Postmaster- 
General and respondent carriers, the Commission has amended 
its order in the railway mail pay case, No. 9200, by making the 
following additions and modifications: 

1. By adding to section 3 thereof the following: 


The fair and reasonable rate of payment for transportation of 
mail matter on and after December 1, 1921, for each mile of service 
by a 70-foot storage car is 40% cents. The rules governing service 
by a 60-foot storage car shall apply to service by a 7T0-foot storage 
ear. 

2. By modifying the first paragraph of section 4 to read 
as follows: 

Where authorizations are made for cars or apartments of the 
standard lengths of 60, 30 and 15 feet, and the railroad company is 
unable to furnish such cars or apartments of the length authorized, 
but furnishes cars or apartments of lesser length, but which are 
accepted by the department to be sufficient for the service payment 
shall be made only for the actual space furnished and used, the 
compensatiou to be not exceeding pro rata of that provided for the 


standard length authorized. The postmaster general may accept cars 
and apartments of greater length than those of the standard re- 
quested, but no compensation shall be allowed for such excess lengths 
except that where an oversize car is furnished storage units may he 
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authorized therein on either the basis of actual measurement or coun 
of sacks and outside packages, whichever may be more practicable 
provided that in no case shall payment be made for more than the 
actual length of the car. 


3. By modifying section 8 to read as follows: 
That during the fiscal year beginning July 1, 1921, and ending 
June 30, 1922, excepting the month of December, 1921, each carve; 


shall be paid for all emergency service required and performed on 
all trains having regular authorizations on each route, except emer. 
gency service required and performed in 30-foot and 60-foot authorj- 
zations, for which payment shall be made as at present provided, the 
same amounts each month as accrued on account of 3-foot, 7-foot 
and 15-foot units of emergency service, storage and_closed-pouch 
authorized and performed during the month of April, 1921, where 
the emergency authorizations were less than fifty per cent of the 
trips; and where the authorizations were for fifty per cent or more 
of the trips the appropriate higher unit shall be regularly authorizeq 
from July 1, 1921. 

During the month of April, 1922, and in the same month for each 
succeeding year during the continuance of this order, a record of 
the emergency service, storage and closed pouch, actually performed 
in 3, 7 and 15 foot units on each train of each route, shall be kept 
and upon the basis of the service so ascertained payment shall he 
made for each month of the succeeding fiscal year beginning July 1 
excepting for the month of December in the same manner : 
scribed above for the fiscal year beginning July 1, 1921, 
payment of emergency service and increases to the 
units of service performed. 

For the month of December in any year payments shall be made 
for sixteen days on the basis above prescribed at one-half of the 
monthly rate as above ascertained and for fifteen days beginning 
December 17 on the basis of the emergency service actually performed 

By mutual agreement between the postmaster general and any 
carrier a different month than April may be selected as the hasis for 
— such emergency service required of and performed hy 
salt carrier, 


as pre- 
both as to 
higher regular 


VALUATION REPORTS 


The Commission has published a tentative final valuation 
on the property of the Rock Island-Frisco Terminal Railway 
Company as of June 30, 1915. The tentative final value of prop- 
erty owned is $2,035,988 and of the property used is $2,089,674. 
The cost of reproducing new, exclusive of land value, is $589. 
688, and reproduction less depreciation, $499,189. 

In a tentative final valuation of the property of the Virginia 
Southern Railroad Company as of June 30, 1916, the Commis- 
sion stated the final value of the property owned in use for 
common carrier purposes to be $127,551. The cost of repro- 
duction new was put at $148,264 and reproduction less depre- 
ciation $119,938. 

The tentative final value of the Pickens Railroad Company 
as of June 30, 1916, has been stated by the Commission at $126- 
426; the cost of reproduction new at $131,325, and reproduction 
less depreciation at $103,798. 

The Commission has issued a tentative final valuation re. 
port on the property of the Paris & Mt. Pleasant Railroad Com- 
pany as of June 30, 1918, in which the value is fixed at $813,771. 
The road is wholly within the state of Texas, running from 
Paris to Mt. Pleasant. It owns 51.455 miles of main tracks and 
7.807 miles of yard tracks and sidings. The company has issued 
a total of $75,000, par value of stock, and $600,000, par value, of 
bonds, all of which were outstanding on date of valuation. The 
carrier also has issued $667,044.35, par value, of notes, of which 
amount $634,512.71, par value, had been retired on date of valua- 
tion, leaving a balance of $32,531.64. 





HEARING POSTPONED 

At the request of complainants, hearing in No. 13059, Ameri- 
can Radiator Co. vs. Director-General, which was to have taken 
place before Examiner Hosmer in Chicago, November 23, was 
postponed until December 16. The case involves intrastate rates 
on sand in Ohio. The postponement was made in order to give 
the opposing parties time to confer, it being expected that a set- 
tlement would result. 


DISCUSS PUBLIC OWNERSHIP 


The Public Ownership League of America, which closed 4 
three-day session in Chicago, November 21, discussed, in addi- 
tion to a number of other subjects, the question of public owner- 
ship of the railroads. Glenn E. Plumb was the principal speaker 
on the subject, advocating the railway employes’ plan for public 
ownership, usually called the Plumb plan. At the various ses 
sions of the conference speakers appeared supporting, in general, 
the plan proposed by Mr. Plumb and criticizing the present mat- 
agement of the roads. Among them were Warren S. Stone, 
president of the Brotherhood of Locomotive Engineers, and 4 
number of other railroad union executives. 


EXPERIMENTAL OPERATION 


The Commission has extended the experimental period from 
November 22 to December 22, during which the Atlania & St 
Andrews Bay Railway Company is to operate the branch of It 
road between Panama City and St. Andrews, Fla. That company 
asked for a certificate authorizing it to abandon the operation 
of that branch. The Commission gave conditional authority. The 
condition was that the branch should be experimentally operated 
for two months, so that it might have data gathered during that 
period to determine whether it should issue a permit without 
conditions, authorizing abandonment. 
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Mr. Traffic Manager 


Let Us Help You Solve Your 
Export Traffic Problems 


In our organization you will find men of 
broad experience whose knowledge may 
prove of material assistance. 


Consult with us relative to a service with a 
scope starting from the time your goods 
leave the factory and ending when the 
ocean documents are dispatched. 


THE W. L. RICHESON CO., INC. 


FREIGHT BROKERS AND FORWARDERS 
Export Shipping for Account of Principals Throughout the World. 


(Main Office) 
Suite 1317-1326 Hibernia Bank Building 
NEW ORLEANS 


401 Produce Exchange 2nd Floor Steele Bldg. 
NEW YORK CITY GALVESTON 


515 Railway Exchange Bldg. 
Kansas City, Mo. 


Direct Private Wire Service Between All Offices 


MEXICO 


Exporters, Attention! 


Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 





Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 


Camphuis & Company, Inc. 


| Forwarding Agents 
LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
_ . Nuevo Laredo, Tamps. Juarez, Chih. 
Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for full particulars and request 
a copy of our shipping instructions. 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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RATES ON RAILS AND FASTENINGS 


and 


The complainants in No. 13054, Hyman-Michaels Company 
American Trading Company vs. Director-General, hearing 


on which was held before Examiner Howard Hosmer in Chicago, 
November 25, charged that the rates on second-hand rails and 


rail 


fastenings shipped from Scott City, Kan., to destinations in 


Illinois, Indiana, Missouri, New York and New Jersey, in the 
period from March 1, 1918, to April 1, 1919, were unreasonable 
because and to the extent that they exceeded rates alleged to 
have been promised by traffic officials of the Santa Fe prior to 


the 


time the roads were taken over by the government. 
A. L. Dreher, traffic manager for the Hyman-Michaels Com- 


pany, said that he had consulted F. B. Houghton, traffic man- 
ager of the Santa Fe, before his company purchased the aban- 
doned railroad mileage from which the rails and fastenings were 
salvaged. He said the rates promised by Mr. Houghton were 
taken into account when fixing the selling price for the second- 
hand material and that his company had, therefore, been dam- 
aged to the extent that the rates paid were above those he said 
were promised in a letter from Mr. Houghton—namely, $4.17 a 
gross ton on rails and $3.72 a net ton on fastenings to St. Louis 


and $5.29 a gross ton on rails and $4.72 a net ton on fastenings 
to Chicago. 


Instead of applying these rates to the two points mentioned 


and using them as proportionals on rates to the other points 
involved, the witness said that, in lieu of the full fifth class 
rates which were the only ones published for the movements, 
the carriers used the Colorado common points rates, which re- 
sulted in rates ranging from $5.35 a net ton on rails and fasten- 


ings to Granite City, Ill., to $17.20 a net ton on fastenings to 
Jersey City. 


F. E, Andrews, appearing for the Director-General, took the 


position that that official ought not be held to promises made 
by traffic officials on individual lines. He also sought to prove 
that the complaining: companies had made a profit on the sale 
of the second-hand material, and that the advance in the market 
price in these commodities in the time intervening between 
their purchase and sale by the complaining companies more 
than made up for any disability they suffered by being required 
to pay a higher rates than was figured on when arranging their 
selling prices. 
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WESTERN PACIFIC BONDS 


The Western Pacific has been authorized to issue and sel] 
$3,000,000 of first mortgage bonds at not less than 940 and x. 
crued interest, the money to be used in the acquisition of fix; 
Mikado type freight locomotives, 400 steel underframe gondola 
cars and 1,500 steel underframe box cars. 


LAND PURCHASE BY N. Y. N. H. & H. 


The N. Y. N. H. & H. has been authorized to assume je. 
bility for a note of $85,000, made by J. A. Cullen, February 16. 
1921, in connection with the purchase of land for company py. 
poses at Waterbury, Conn. 


LOAN TO C. C. & C. 


The Commission has approved a loan of $45,000 to the Cov. 
litz, Chehalis & Cascade Railway Company to aid the company 
in meeting its maturing indebtedness and in providing itsej 
with additions and betterments. 


PETITION FOR CONTROL 


The Union Pacific has filed an application with the Commission 
for authority to acquire control of the Saratoga & Encampment 
Railroad Company, whose line extends from a connection with 
that of the applicant at Walcott, Wyo., to Encampment, Wyo., a 
distance of 44.77 miles. 


A. G. S. BONDS 


The Alabama, Great Southern has applied to the Commission 
for authority nominally to issue $1,232,000 of first consolidated 
mortgage 5 per cent bonds, payable December 1, 1943, and to 
hold them in its treasury until the further order of the Con- 
mission. 


CHANGES IN DOCKET 
Hearing in 13101, Southern Manganese Corp. vs. Director 
General, assigned for Nov. 19 at Anniston, Ala, was postponed 
to a date to be hereafter fixed. 
Hearing in 12952, 12991, 13170, 138042, 13043 and 13044, as. 
signed for November 25 at Cape Girardeau, Mo., was canceled. 








* 
No. 


No. 











Digest of New Complaints 


13120, Sub. No. 6. J. Pratt Carroll, Inc., New York City, vs. Penn- 
sylvania. 

Alleges defendant has refused to refund cartage expense in- 
curred because of failure to deliver cars of tomatoes as billed from 
Perrine, Fla., to New York City, and stopped at Jersey City. Asks 
reparation. 

12949, Sub. No. 1. The Mangelsdorf Seed Co. et al., Atchison, Kan., 


vs. Aberdeen & Rockfish et al. 


Complains of discriminatory rates on sudan seed, L. C. L., due 
to unjust and unreasonable ratings. Asks that defendants be re- 
quired to apply in the future 4th class rating on sudan seed, 
L. C. L., in Western Classification territory and 6th class, L. C. L., 
in Southern Classification territory, and reparation. 


-. 13247. John L. Schultz Sons Co., Inc., Syracuse, N. Y., vs. Di- 


rector General, as agent. A 
Unjust and unreasonable rates on apples from Nova Scotia to 
Marion, N. Y. Asks reparation. 


. 13248. Hawthorns & Co., Ltd., Leith, Scotland, vs. D. L. & W. 


et al. 


Unjust, unreasonable, unduly prejudicial and unjustly discrim- 
inatory storage charges on steel plates at Atlantic seaboard. Asks 
just and reasonable rates and rules and regulations governing 
storage charges and reparation. 


- 13249. The Seneca Fibre Products Co., Seneca Falls, N. Y., vs. 


Director General, as agent. 
Unjust and unreasonable rates on paper box board from Skan- 
eateles Junction to Seneca Falls. Asks reparation. 


. 13250. The Tallulah Cotton Oil Co., Tallulah, La., vs. Mo. Pac. 


et al. 
Unjust and unreasonable rates on cottonseed meal and products 
from Tallulah to points in Louisiana and Arkansas. Asks just 


and reasonable rates and reparation. 


. 13251. M. H. Wolfe & Co., Dallas, Tex., vs. I. & G. N. et al. 


Unjust and unreasonable rates on cotton from points on the 
Sugar Land in Texas to Galveston for export. Asks reparation. 


- 13252. The St. Clair Brick Co., St. Clair, Mich., vs. Grand Trunk 


Western et al. 
Unjust and unreasonable rate on brick from St. Clair to De- 
troit via Port Huron. Asks reparation. 


- 13253. Premier Coal Co. et al., Ogden City, Utah, vs. Union Pa- 


cifie et al. 
Unjust and unreasonable rates on water between points in 
Wyoming. Asks reparation. 


- 13254. General American Tank Car Corporation, Chicago, vs. 


Pennsylvania. 
Unjust and unreasonable demurrage charges on k. d. railway 
gondola car material for export to China. Asks reparation. 


- 13255. American Publishing Co., Austin, Tex., vs. Director Gen- 


eral, as agent. : 
Unjust and unreasonable rates on newsprint paper from’ Inter- 
national Falls, Minn. ,to Austin, Tex. Asks reparation. 


. 13256. David Lupton’s Sons Co., Philadelphia, vs. Pennsylvania 


et al. 
Attacks fifth class rate on window frames and sash from Phila- 
delphia to Hellgate Station. N. Y. Asks reparation. 


. 13257. Louisiana & Pine Bluff Railway Co. vs. Director General, 


AS agent. 


Asks for order requiring defendant to pay to complainant out 
of joint through rates in effect during federal control on lumbe! 
and other forest products allowance for the haul from Huttig to 
Dollar Junction, Ark. 4 

No. 13258. The Webb Fuel Co., Ferndale, W. Va., vs. Director Gen- 
eral, as agent. 

Unjust pom unreasonable rates on coal from Ferndale to Madry 
Siding, N: C. Asks reparation. ; : ; 

No. 13259. Miller & Lux, Inc., Carson City, Nev., vs: Director General, 
as agent, Southern Pacific et al. ; 

Unjust, unreasonable, unduly discriminatory, unduly preferential 
and prejudicial charges for the transportation of caretakers of live 
stock. Asks reparation. ; 

No. 13260. Gila Water Co. et al., Phoenix, Ariz., vs. Arizona Eastern 
et al. 

Unjust, unreasonable, unjustly discriminatory and unreasonably 
prejudicial rates on cement from Crestmore, Calif., to destinations 
in Arizona. Asks cease and desist order, just and reasonable rates 
and reparation. ; ; : 

No,-@3261. United Iron Works, Inc., Kansas City, Mo., vs. Directo! 
General, as agent, Kansas City Southern et al. Sy 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on sand from Kansas City, Mo., to 
Okmulgee, Okla. Asks reparation. 

No. 13262. Robert C. Sutton, San Antonio, Tex., vs. Director Genera’, 
as agent. : ts . 

Unjust and unreasonable rate on cattle from Sulphur, La., t 
Roek Island, Tex. Asks reparation. 

No. 13263. Washburn-Crosby Co., Minneapolis, Minn., vs. Direct 
General, as agent. 

Alleges that diversion charge of $5 per car on wheat at Min- 
neapolis in October and November, 1919, was in violation of tari 
provisions. Asks reparation. 

No. 13264. Producers’ Refining Co., Tulsa, Okla., vs. Ft. Worth & 
Denver City et al. ; 

Unjust, unreasonable, prejudicial and preferential rates on gas 
oil from Gainesville, Tex., to Denver and Pueblo, Colo. Asks ceas 
and desist order and just and reasonable rates. 

No. 13265. South Shore Cedar Co. et al., Minneapolis, Minn., vs. Di- 
rector General, as agent. w) 

Unlawful, unauthorized, unjust and unreasonable rates on ceds 
posts, poles, piling, logs and wood bolts from points in northern 
peninsula of Michigan and northeastern Wisconsin to Dollarvile, 
Nsecanaha and Menominee, Mich., and Marinette, Wis. Asks 
reparation. ; 

No. 13267. San Luis Valley Federation of Commerce et al., Romed, 
Colo., vs. Director General, as agent, et al. ; 

Unjust, unreasonable, unjustly discriminatory and unduly pre! 
erential or prejudicial rates on grain or grain products, fruits aM 
vegetables, forest products and live stock, ete., between points 
California, Arizona, Colorado and other states hecause combina- 
tions of local rates are assessed. Asks just, reasonable and nol 
discriminatory rates and reparation. Pe? 

No. 13268. Natchez (Miss.) Chamber of Commerce et al. vs. Tlinols 
Central et al. — 

Unjust and unreasonable rates on sugar, C. L., from. oe 
Orleans to Natchez. Asks for rate not exceeding 31c per 100 1) 
for the future, and reparation. : - 

No. 13269. Northwestern Traffic and Service Bureau, Inc., Minneapo 

Minn., vs. C. B. & Q. et al. ; ee 

Unjust, unreasonable and unlawful rates on soft coal IO. 

Alger, Wvyo.. to Grand Junction, Ia. Asks just and reasona 
rates and reparation. 
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No. 13270. The Joseph W. Cottrell Lumber Co., Pittsburgh, Pa., vs. 
Director General, as agent, Pennsylvania, Eastern Lines. 

Unjust and unreasonable rates on wooden poles too long to be 
loaded in a single car, from Bedford, Pa., to Wilkinsburg, Pa. 
Asks for application of rate on timbers between the same points, 
and reparation. 

No. 13271. M. L. Butcher, Kansas City, Kan., vs. Director General, as 
agent, Santa Fe et al. 

Unjust, unreasonable and unjustly discriminatory rates on coal 
from various points in Missouri and Kansas to Argentine (Kansas 
City), Kan. Asks reparation. 

No. 13272. Boston Wool T'rrade Assn. vs. Arizona & New Mexico et al. 

Unjust and unreasonable rates and charges on wool moving rail- 
and-water from west of the 100th meridian to Boston in that no 
provision is made for stoppage in transit to finish loading. Asks 
for reasonable rates and regulations governing such privilege. 

No. 13274. The National Association of Sand and Gravel Producers vs. 
Union Pacific et al. 

Attacks reasonableness of rates on sand, gravel and crushed 
stone between points in states west of Mississippi River. Asks 
just and reasonable rates. 

No. 13275. The W. H. Chandler Co., Scranton, Pa., vs. Director Gen- 
eral, as agent. 

Excessive charges on twenty-two carloads of grapes received at 
Scranton, Pa., from Jessup and Old Forge, Pa., due to unjust 
weight applied. Asks reparation. 

No, 13276. The Dey Manufacturing Co., Cleveland, O., vs. Philadelphia 
& Reading et al. 

Unjust, unreasonable, unduly preferential and prejudicial, as 
well as in violation of fourth section, rates on final molasses from 
Philadelphia, Pa., to Cleveland, O. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 13277. The American Clay Products Co., Zanesville, O., vs. Penn- 
sylvania et al. 

Unjust and unreasonable rates on stoneware from Roseville, O., 
to Houston, Tex., to the extent that they exceeded the contempo- 
raneous aggregate of the intermediate rates to and beyond St. 
Louis. Also that the rates were and are unduly preferential and 
prejudicial. Asks cease and desist order, just and reasonable 
rates and reparation. 

No, 13278. Trojan Powder Co., Allentown, Pa., vs. Central R. R. Co. 
of N. J. et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 








Note. items tn the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this. Docket will be noted elsewhere. 


November 28—Washburn, Wis.—Examiner Shanafelt: 
Finance Docket 1589—Application of Nor. Pac. Ry. Co. for certificate 
of public convenience and necessity. 


November 28—Ft. Smith, Ark.—Examiner Fuller: 
13189—The Ozark Cider & Vinegar Co. vs. Director General. 
13080—Ballman-Cummings Furniture Co. et al. vs. A. T. & S. F. etal. 


November 28—New Orleans, La.—Examiner Woodrow: 
12886—Fleming Bros. e al. vs. Garyville Northern et al. 


November 28—Kansas City, Mo.—Examiner McQuillan: 
13001—The Chamber of Commerce of Kansas City, Mo., vs. Alex- 
andria & Western et al. 
ee City Live Stock Exchange vs. Abilene & Southern 
et al. 


November 28—San Francisco, Calif.—Examiner Pattison: 
9922—Lake Charles Rice Milling Co. of La. vs. Director General. 
Abilene & Northern et al. 
13156—N. Clark & Sons vs. Director General. 


November 28—Philadelphia, Pa.—Examiner Mattingly: 
12951—John A. Roebling’s Sons Co. vs. West. Md. et al. 
12980—E. I. Du Pont de Nemours & Co. vs. Director General. 
12994—The Wm. Cramp & Sons Ship & Engine Building Co. vs. Di- 

rector General. 

November 28—New York, N. Y.—Examiner Flynn: 
13089—International Steel Corp. vs. Director General and F rie. 
13090—International Steel Corp. vs. P. & R. 


November 28—Argument at Washington, D. C.: 
12137—West Virginia Metal Products Cor. vs. B. & O. et al. 
11988—Fox Paper Co. et al. vs. Director General. 
11924—Oliphant Johnson Coal Co. et al. vs. C. & E. I. et al. 
11925—Oliphant Johnson Coal Co. et al. vs. P. C. C. & St. L. et al. 
11930—Oscar Maver & Co. vs. C. M. & St. P. et al. 
November 28—Boise, Ida.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
November 29—Raleigh. N. C.—Corporation Commission of N. C.: 
* Finance Docket 1520—Application of Norfolk Southern R. R. Co., 
lessee, to abandon the operation of Carthage & Pinehurst R. R., 
and of Carthage & Pinehurst R. R. Co. to take up said line. 


November 29—San Francisco, Calif.—Examiner Pattison: 
1. and S. 1436—Class and commodity rates between California and 
Oregon, Washington. 
November 29—Philadelphia, Pa.—Examiner Mattingly: 
12818—Keystone Elevator and Warehouse Co. vs. Director General 
and Pa. R. R. 
November 29—New York, N. Y.—Examiner Flynn: 
13172—Board of Commissioners of the city of Hoboken, etc., vs. 
D. L. & W. 
November 29—Argument at Washington, D. C.: 
11941—Coma vs. St. L.-S. F. Ry. et al. 


——e & Aroostook R. R. Co. et al. vs. Aberdeen & Rockfish 
et al. 


November 30—Philadelphia, Pa.—Examiner Mattingly: 
* 12904—J. L. Mott Co. et al. vs. Pa. R. R. et al. 


November 30—Atchison, Kans.—Examiner McQuillan: 
12949—The Mangelsdorf Seed Co. vs. C. B. & Q. et al. 
12949 (Sub. No. 1)—The Mangelsdorf Seed Co. et al. vs. Aberdeen & 
Rockfish et al. 
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ential or prejudicial rates on 23 carloads of nitrate of soda fron 
New York City to Seiple, Pa. Asks reparation. 
No. 12704, Sub. No. 3. Oklahoma Portland Cement Co., Ada, Okla., ys 
C. B. & G. et al. 7 
Unjust, unreasonable, unduly prejudicial and _preferential rate 
on cement from Ada, Okla., to destinations in Kansas. Asks jyg 
and reasonable rates. . ; 
No. 13279. Spencer Kellogg & Sons, Inc., New York City, vs. Directo, 
General, as agent. , 
Unjust and unreasonable rates on cocoanut oil from Undergig 
to Jersey City, N. J., because through fifth class joint rate ¢ 
12c was charged while lower combination rates were in effect 
Asks reparation. 7 


‘No. 13280. American Trona Corporation, New York, vs. Southen 


Pacific et al. 

Unjust and unreasonable rates on potash from Trona, Calif,, tp 
San Pedro, Calif., for movement beyond by water. Asks just anj 
reasonable rates and reparation. 

No. 13281. Smokeless Fuel Co. et al., Charleston, W. Va., vs. Norfolk 
& Western. 

Unjust, unreasonable and unlawful demurrage charges on ¢o,j 
for transshipment by vessels at Norfolk and Lambert’s Point, \, 
Asks for demurrage rules which shall be just and reasonable anj 
for adjustment of pending bills upon that basis. 

No. 13282. Spencer Kellogg & Sons, Inc., New York City, vs. Directo 
General, as agent. 

Unjust and unreasonable, unlawfully discriminatory and unduly 
prejudicial rates on copra from Port Norfolk, Va., to Undercliff 
N. J., because in excess of cottonseed oil rates. Asks reparation, 

No. 13283. General Gas Light Co., Kalamazoo, Mich., vs. Alabama 
Great Southern et al. 

Unjust, unreasonable, unduly prejudicial and discriminatory 
classification of a gas house-heating appliance known as Radiant- 
fire. Asks for same classification not in excess of the one appliej 
to iron, charcoal, wood or cast iron stoves and ranges. 

No. 13284. French Battery and Carbon Co., Madison, Wis., vs. Chi- 
cago & Northwestern et al. 

Unjust and unreasonable rating on ground petroleum coke from 
Kaulmont, Pa., to Madison, Wis. Asks for sixth class rating and 
reparation. 

No. 13285. Imperial Cotton Oil Co., Macon, Miss., ws. Alabama Great 
Southern et al. 

Unjust and unreasonable rates on cottonseed from points on the 
Alabama, Tennessee & Northern R. R. Corporation to Macon, Miss, 
Asks for just and reasonable rates. 


Docket of the Commission 


ee 


November 30—Chicago, Ill.-—Examiner Hosmer: 
13028—George Green Lumber Co. et al. vs. Ann Arbor et al. 
November 30—Lake Charles, La.—Examiner Woodrow: 
——e Charles Naval Stores Co. vs. Director General, K. C.§ 
et al. 
November 30—Argument at Washington, D. C.: 
12042—Anderson & Gufstafson, Inc., et al. ws. Director General, M, 
K. & T. et al. 
11999—West Kentucky Coal Bureau vs. L. & N. et al. 


a Roller Co. et al. vs. Director General, A. T. & SF. 
et al. 


12006—Keokuk & Hamilton Bridge Co. vs. Wabash Ry. et al. 
November 30—Washington, D. C.—Division 4: 

Finance Docket 1592—In the matter of authorizations under _para- 
graph 12 of section 20a of the act to hold the position of officer or 
director of more than one carrier. 

December 1—New York, N. Y.—Examiner Flynn: 

1, and S. 1433—Cancellation of class rates between N. Y. N. H. & H. 
+o R. stations and L. I. R. R. points within the borough of Brook- 
yn. 

December 1—St. Joseph, Mo.—Examiner McQuillan: 
13094—Grain Belt Mills Co. vs, &.. FT. & BB. F.. et al. 
December 1—Tulsa, Okla.—Examiner Fuller: 


en Rig & Reel Co. vs. Director General, A. T. & S. F. 
et ai. 


13099—Producers Refining Co. vs. M. K. & T. of T. 
December 1 and 2—Argument at Washington, D. C.: 
Finance Docket 1165—Application of the N. Y. C. R. R. for certifl- 
cate of public convenience and necessity. 
December 1—Los Angeles, Calif—Examiner Pattison: 
13151—Klein-Simpson Fruit Co. vs. Director General. 
December 1—Spokane, Wash.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
December 2—Chicago, Ill.—Examiner Hosmer: 
12986—Wisconsin Traffic Assn. vs. Algoma Central & Hudson Bay 
Ry. et al. Such fourth section departures as may exist. 
December 2—Beaumont, Tex.—Examiner Woodrow: 
11220—Orange Rice Mill Co. vs. Director General, La. West. et al. 


11464—Beaumont Chamber of Commerce vs. Director General, L. 
West. et al. 


11520—Beaumont Chamber of Commerce vs. Director General, La. 
West. et al. 


December 3—Argument at Washington, D. C.: 
11980—Michigan R. R. Co. vs. Pere Marquette et al. 
11962—Western Petroleum Refiners’ Assn. vs. A. & R. et al. 


December 5—Chicago, Ill._—Examiner Hosmer: 

13061—Universal Portland Cement Co. vs. A. T. & S. F. et al. 
December 5—Lincoln, Nebr.—Examiner McQuillan: 

12962—S. A. Foster Lumber Co. vs. Valley & Siletz R. R. et al. 
December 5—Phoenix, Ariz.—Examiner Pattison: 


13068—In the matter of intrastate rates of the Am. Ry. Exp. Co. if 


the state of Arizona. 

December 5—Shreveport, La.—Examiner Woodrow: 
12988—Waterman Lumber Co. vs. St. L.-S. F. et al. 

December 5—Portland, Ore.—Examiner Disque: , 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 

December 6—Portland, Ore.—Examiner Disque: 

* Fourth Section App. 12125 of S. J. Henry. 
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December 6—Omaha, Nebr.—Examiner McQuillan: 
13077—Morrill-Higgins Co. vs. Director General. 
December 7—Argument at Washington, D. C.: 
11894—In the matter of rates, fares and charges applicable between 
points in the state of Indiana. 
i. and S. 1398—Salt from Louisiana mines to Chicago, Ill., St. Louis, 
Mo., and intermediate main line points. 
12157—Kansas Rock Salt Co. vs. A. T. & S. F. et al. 
12163—Kansas Rock Salt Co. vs. Director General. 
12164—Kansas Rock Salt Co. et al. vs. Director General. 
December 7—Kansas City, Mo.—Examiner Cassidy: 
il. and S. 1425 (and first supplemental order)—Reduced rates on coal 
to Kansas City, Mo. 
December 7—Chicago, IlIl.—Examiner Hosmer: 
es 8g a eee Ore Co. et al. vs. Director General, C. M. 
St. P. et al. 
12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 
December 8—Washington, D. C.—Examiner Pitt: 
* Fourth Section App. 12099 of Pa. R. R. Co. (passenger fares). 
December 8—Argument at Washington, D. C.: 
1. and S, 1421—Penalty charge on lumber held for reconsignment. 
|. and S. 1403—Railroad space rental charges on compressed and un- 
compressed cotton at Louisiana ports. 
12268—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. et al. 
December 8—San Francisco, Calif.—Examiner Disque: 
Fourth Section App. 11985. 
Fourth Section Apps. 11940, 12118 and 12094. 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
December 8—Kansas City, Mo.—Examiner McQuillan: 
13033—The Atchison Board of Trade et al. vs. A. T. & S. F. et al. 
December 9—Argument at Washington, D. C.: 
11472—California Packing Corp. et al. vs. Director General. 
11329—Jacobs, Malcolm & Burtt vs. Director General and Sou. Pac. 
11329 (Sub. No. 1)—Jacobs, Malcolm & Burtt vs. Director General 
and A. T. & S. F. 
11643—Sunlit Fruit Co. et al. vs. Director General, Sou. Pac. et al. 
11215—Sunlit Friut Co. et al. vs. Director General and Sou. Pac. 
10745—National Wholesale Grovers’ Assn. of the U. S. 
General, Alabama & Vicksburg et al. 
ba (ons. No. 1)—Southern Wholesale Grocers’ Assn. et al. vs. Sou. 
y. et al. 
December 9—Oklahoma City, Okla.—Examiner Pattison: 
13163—In the matter of intrastate rates of the Am. Ry. Exp. Co. 
between points in the state of Oklahoma. 
December 10—Houston, Tex.—Examiner Woodrow: 
9922—Lake Charles Rice Milling Co. of La. vs. Director General, Abi- 
ae & Northern et al. (Issues as outlined on page 41 of I. C. C. 


December 12—Little Rock, Ark.—Examiner Pattison: 


9922—Lake Charles Rice Milling Co. of La. vs. Director General, 
Abilene & Northern et al. 


December 12—Chicago, Ill_—Examiner Hosmer: 
i. and S. 1434—Proportional grain rates from Minnesota and Wiscon- 
sin to eastern destinations. 
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December 12—New York, N. Y.—Examiner Flynn: 
* 13010—New York Dock Ry. vs. B. & O. et al. 
December 12—Reno, Nev.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss, 
Fourth Section Apps. 11940, 12118 and 12094. 
December 12—Peoria, Ill—Examiner McQuillan: 
13091—-M. E. Case Coal Co. et al. vs. C. B. & Q. et al. 
December 12—St. Louis, Mo.—Examiner Cassidy: 
13288—Mississippi Valley Iron Co. vs. C. & N. W. et al. 
December 13—Peoria, Ill.—Examiner Cassidy: 
13110—The Minneapolis & St. Louis R. R. 
Union. 
December 14—Indianapolis, Ind.—Public Service Commission: 
Finance docket 1457—In re application of C. C. C. & St. L. Ry. ¢p, 
for authority and for a certificate of public convenience and neces. 
sity respecting certain of its lines in Indiana. 
December 14—San Francisco, Cal.—Examiner Disque: _ 
Portions of Fourth Section App. 8835 of R. H. Countiss. 
December 14—Chicago, Ill.—Examiner Hosmer: 
13081—-Swift & Co. vs. C. M. & St. P. et al. 
December 14—Argument at Washington, D. C.: | 
11299—William Wylie Beall vs. Wheeling Traction Co. 
8778—Atlas Portland Cement Co. et al. vs. Northampton & Bath et a), 
December 14—Salt Lake City, Utah—Commissioner Eastman: 
13078—In re trackage arrangements between Bingham & Garfield Ry, 
Co. and Utah Copper Co. 
December 14—Terre Haute, Ind.—Examiner McQuillan: 
12908—T’erre Haute, Indianapolis & Eastern Traction Co. et al. ys, 
Director General. 
December 15—Argument at Washington, D. C.: 
* 11741—Corinth Grocery Co. vs. M. & O. 
11886—American Mineral Production Co. vs. Director General, G, NX. 


Co. vs. Peoria & Pekin 


et al. 
11706—Weir Smelting Co. vs. Director General, Miami Mineral Belt 
y. et al. 
12036—Texas Pipe Line Co. vs. Director General. 
ee Asphalt Refining Co. vs. Director General, Mo. Pac, 
et al. 
December 15—Chicago, Ill_—Examiner Hosmer: : 
1. and S. 1440—Silica sand from Illinois and other points to Pacific 
coast and intermountain territory. 
December 15—Memphis, Tenn.—Examiner Woodrow: 
1. and S. 1431—Cotton and cotton linters from Mississippi Valley 
points. 
December 15—Indianapolis, Ind.—Examiner McQuillan: 
11894—Indiana rates fares and charges. 
— Reguladora del Mercado de Henequen vs. Director 
eneral. 
December 16—Argument at Washington, D. C.: 
1210i—Western Newspaper Union vs. Director General, Adirondack & 
St. Lawrence et al. 
ee ara & Co., Inc., of Tenn., vs. Director General, A. T. & 
. F. et al. 
12203—Dewey Portland Cement Co. vs. Director General. 
12048—Omaha Live Stock Exchange vs. C. M. & St. P. et al. 


COMMISSION HEARINGS 








TRANSCONTINENTAL FOURTH SECTION APPLICATIONS—Applications tor relief from provisions of Fourth Section of Interstate 


Commerce Act in connection With rates on various commodities, carloads, from Eastern defined territories to Pacific Coast termi- 
nals, beginning Chicago, November 15th, before Examiner Disque. 


Lake City, Boise, Spokane, Portland (Ore.), San Francisco, Reno, Phoenix, Atlanta, New Orleans and New York. 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 
fie Worid) throughout the country except Washington should be addressed 


Woolworth Building, New York City. 
The charge, as fixed 
each copy furnished. 


Hearings will also be held at Denver, Helena (Mont.), Salt 


to The State Law Reporting Company, official reporters to the Commission, 
by the Commission, is 12% cents per page for 
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Attorneys and Counsellors at Law 
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and Practice before the Interstate 
Commerce Commission. 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 

ern West Virginia Coal rators’ Associa- 

tion; 1914-1919, Attorney- miner, Inter- 

State Commerce Commission; 1909-1919, 

Commerce Counsel for various commercial 

o nizations and shippers of Missouri River 
es. 


MUNSEY BUILDING, WASHINGTON, D. C. 
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DIRECTORY OF ATTORNEYS 


CHARLES H. LAMPEN 
Commerce Counselor 


All phases of Traffic 
and Transportation 


LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and and Ex 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 


105 South La Salle Street 






PRACTICING BEFORE THE 
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KARL KNOX GARTNER 


For s number of years Attorney and Mxaminer, Interstate 
Commission, and prior thereto engaged ia th 

practice of law at Louisville, Ky.) 
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Commerce mission, Income Tax Unit, Federal 

Trade Commission, United States Shipping Beart, 

Federal Courte. 


CLEVELAND, O. 
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JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
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EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Bullding, 
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state Commerce and State Commissions 
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100% American Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 





























NEW YORK 
PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 





DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 

PORTLAND 

SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 


UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia 






New York 









139 South Third St. 42 Broadway 
Pittsburgh Mobile, Ala. 
1537 Oliver Building 8. W. Cor. St. Francis & Water Ste. 
Savannah, Ga. Oaklend, Cal. 
Savannah Bank and Trust Bldg. Parr Terminal 
Los Angeles, Cal. Portland, Ore. 
427 Van Nuys Bldg. 704 Title & Trust Bidg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
Room 495, Ellicott Sq. Bldg., Buffalo, N. Y. 
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WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 


EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


PACIFIC COAST WEST AFRICA 





Agents for Atlantic, Gulf & Pacific Steamship Agents for Bull West African Service— 
Corporation—A-1 Steamers A-1 Steamers 
Mobile to Los Angeles Harbor, San Francisco, Mobile / West African ports, via Azores, Canary 
Portland and Seattle. and Madeira Islands. 





ST. LOUIS OFFICE: 1217 Pierce Building 
IRVING H. HELLER, Manager 





BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
GEO. C. McLAUGHLIN, Manager 
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—express service at freight rates 


across the Pacific 


12 Days to Yokohama 
14 Days to Kobe 


ONLY 18 Days to Shanghai 


22 Days to Hong Kong 
26 Days to Manila 


SAILINGS: 
S.S. CITY;OF’SPOKANE .. . December 7 *S.S. WENATCHEE . . . December 24 
*S.S. BAY STATE . ‘ January 7 


*S.S. PINE \TREE | STATE . . . December 10 
*S.S. KEYSTONE STATE .. . . January 14 


(*Combination 21,000 ton freight and passenger liners, speed 17}4 knots.) 
(Through bills of lading ‘issued in connection with our feeder services and other lines.) 


FAST, FREQUENT COASTWISE SERVICE 


Between 
POR LOS ANGELES 


SEATTLE VICTORIA TLAND 
TACOMA VANCOUVER SAN FRANCISCO SAN DIEGO 
and all Alaska Points 


For Additional Sailing Dates, Rates, Detailed Information, Apply to 


142 South Clark Street, Chicago 17 State Street, New York 


Agencies All Cities Pacific Coast and Orient 
M. J. WRIGHT, Freight Traffic Manager, Seattle 
L. L. BATES, Foreign Freight Agent, Seattle 
Pacific Coast Agents—Nawsco Line—Fast Intercoastal —_ 
Freight Service between East and West Coast Ports. mars yond 
American Flag 


KS = your shipping guide 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers 


NEW YORK 
SAN FRANCISCO 


PHILADELPHIA 
PORTLAND 


Twin Screw American Steamers 


SAN DIEGO 
SEATTLE | 





MOBILE NEW ORLEANS 
SAN FRANCISCO 


PORTLAND 


SAN DIEGO 
SEATTLE 





LOS ANGELES 


TACOMA 


LOS ANGELES 


TACOMA 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 





GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. 


Lafayette Bldg. Oliver Building 
hicago 


Philadelphia Pittsburgh 


Mobile Liners, Inc., Agents 
Mobile, Ala. 


Pierce Building 
St. Louis 


Central Bldg. 
Los Angeles 


A. Le Blanc, Agent 
New Orleans, La. 


Merchants Exchange 
San Francisco 


Metropolitan Life Bldg. 
Minneapolis 


Railway Exchange 


Portland 


L. C. Smith Bldg. 


Seattle 








“The Advantages to Shippers Are Self Evident’’ 


HAT is what the Fairbanks Company state in 

the letter to the right of our Service to Shippers, 
and remember those advantages include decided 
saving to you on shipments of Household Goods, 
Machinery and Automobiles to domestic points and 
on everything everywhere for export through 





re: 


Consolidated Carload 
Shipping Service 


which to shippers of Machinery and Machines and 
any other 5th class commodity also means 5 days’ 
through shipment, Chicago, Cleveland and Cincinnati 
to New York, Philadelphia and Boston. 


TRANS-CONTINENTAL FREIGHT CO. 


Export and Domestic Freight Forwarders 


General Offices: Chicago, 203 So. Dearborn St. 
Eastern Offices: New York, Woolworth Bldg. 


Boston: Old South Bldg. 
ee 


Buffalo: Ellicott Square 


FANS CONTINENTAL FREI! 


Cleveland: Hippodrome Bldg. 
Los Angeles: Van Nuys Bldg. 
Philadelphia: Drexel Bldg. San Francisco: Monadnock Bldg. 
Cincinnati: Union Trust Bldg. Seattle: Alaska Bldg. 
Portland, Oregon: 138th and Kearney Streets 
Write the Nearest Office: 











THE FAIRBANKS COMPANY 


TRAFFIC DIVISION 
LU B. Kelz 


Manager 


416 Broome STREET 


New York 





September 22nd 1922. 


The Transcontinental Freight Co. 
Woolworth Building, 


Gentlemen :=- 


New York City. 


ile 


2918. 





It is with pleasure that we take this 


opportunity of expressing our satisfaction with the service 


rendered by your Company on shipments of machinery, motors 


and other merchandise. 


We have been shipping 


freight through your medium for e number of years and can 


say without flattery that your service has been much above 


the average. 


We have always felt that freight commit- 


ted to your care would be properly handled, that in times of 


congestion you have exerted yourselves to keep cars moving 


and to inform your patrons regarding delayed freight, and in 


the settlement of claims your treatment has been fair, in 


fact, most liberal. 


With such service and the special 


rates you offer on consoiidated car load traffic, the advan- 


tages to shippers are self-evident. 


Yours very truly, 


Manager, =a done 








